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Train Dispatching on the Belvidere Delaware 
Railroad. 





LAMBERTVILLE, June 3, 1873. 
To THE EprTor OF THE RAILROAD GAZETTE : 

In your issue of 31st May I observed the report made to the 
Railway Association of America on train dispatching. This is 
the first [had heard of the matter being under discussion in 
this form. 

The subject is one to which I have given some attention for 
anumber of years, and I have recently compiled the rules 
which have beenin use on this road for a long while, with such 
improvementsas our experience has from time to time suggest- 
ed. Isend youacopy. The book contains some things no 
strictly pertaining to train dispatching, but connected therewith 
and important. I donot think these rules have yet reached 
perfection, but I believe they are based upon the principles. best 
calculated to secure safety and efficiency. 

J. A. ANDERSON. 


The following are the contents of a book sent by Mr. Ander- 
son, who is Superintendent of the line now known as the “ Bel- 
videre Division of the United Railroads of New Jersey Di- 
vision of the Pennsylvania Railroad” : 


RULES FOR THE MOVEMENT OF TRAINS BY TELEGRAPHIC TRAIN 
ORDERS. 

1. The word “orders,” in this connection, means “ tele- 
graphic train orders,” and the expression ‘“‘running by sched- 
ule” means running according to the time table and the rules 
printed thereon or required to be observed therewith. 

2. All trains and engines will run by schedule, unless other- 
wise directed by orders from the office of the Division Superin- 
tendent, over his signature or that of the Train Master, and the 
precautions prescribed by the schedule rules to secure the safe- 
ty of the trains will be observed in all cases excepting where 
otherwise directed herein. 

3. All orders will be addressed to the conductor, who has 
control of all movements of the train under his charge. 

Engineers will be held equally responsible with the conductor 
for any proceedings contrary to schedule or orders. 

In the case of coal trains the engineers are held principally 
responsible for the movements of the trains, but this does not 
relieve the conductors from the responsibility of doing all they 
can to secure safety or prevent possible error by the engineers. 

4, Orders will be numbered consecutively as issued from the 
Superintendent’s office, beginning with No.1 each day; and 
they shall state in clear and concise form the exact thing to be 
done, and the body of the order shall not include information 
not intended as instructions. 

5. An order not of a general character will refer to not more 
than two trains. 

6. Trains will be designated in orders as follows : 

Regular trains a their time-table numbers. 

Irregular trains by the word ‘* Extra” and the engine number 
(as ‘* Extra 590”). 

Engines without train by the word ** Engine” and the engine 
number (as “‘ Eugine 590”). 

For a train under flag will be added “flagged by” and the 
designation of the flagging train. 

7. A copy of every order to any train must be held by the 
conductor, the engineer and the operator deliveringit. The 
three copies wilt be made at one writing by the use of black 


impression paper. When an order affects two trains, the | 


order as given to one shall be an exact copy of that given to 
the other. 

8. Operators will sign all orders they deliver, and get, on the 
copies they retain, signatures of the persons to whom they de- 
liver them. 

9. The following forms of orders will be used for the cases 
described : 

A. Fixing a definite meeting point : 

“Train No. —— and —— will meet at ——.” 

Under which order both trains may run to the point named 
regardless of each other, but neither may pass it without fur- 
ther orders until the other arrives, 

B. Giving to one train indefinite right of road against another 
to a point named.” 

“Train No. —— will run to —— regardless of Train No. —.” 

Under this order the first-named train will go to the point 
named precisely as if the other train was not on the road, and, 
having arrived there, may go beyond before the other arrives, 
if it can do so by schedule. The second-named train will not 
go to the point named unless it can do so by schedule, and must 
not, in any case, go beyond it till the other train arrives there. 

C. Giving a train the right to run in the time of another : 

“Train No. —— may use —— minutes of the time of train 
No. —— from —— to ——.” 

Under this order the tirst-named train may go to the farthest 
point designated, or any point not beyond i, the number of 
minutes stated after the regular leaving time of the second- 
named train, and the latter must keep 10 minutes more behind 
time than the time named, until the point designated is reached 
or the first-named train is met or passed. 

This order may be used for a train ruuning ahead of a regu- 
- train and in the same direction, or for one in the opposite 

irection. 

D. Giving atrain a right torun ahead of and in the time of a 
train of a superior class : 

“Train Nu. —— will run ahead of train No. —— to —.” 

Under this order the first-named train may proceed to the 
point named without regard to the time or rights of the other, 
but will allow the second-named train to pass ahead at any 
turnout previous to the point named if overtaken byit. The 
second-named train must run with such caution as to fully in- 
sure agaiust collision with the first-named train and must not 
expect to be signaled by the first-named train in overtaking it. 

i. Holding trains at lelegraph stations : 

** Hold —— at —— untit——.” 

This order addressed to an operator authorizes and requires 
him to hold any or all trains. as may be indicated, until the ex- 
piration of the time named or the arrival of the train or trains 
stated, and an exhibition of this order to the persons con- 
trolling the trains to be held will be sufficient. @ may give 
copy if desired. 

. Orders authorizing running of extras and establishing their 
rights regarding other extras : 

The order ‘* No extras” refers only to extras of second class, 
and the orders will usually be given in the following forms : 

_ of oa extras zs. 4 class to 

. “Extra —— left —~ at —— Secon o-——- 
No other extras to ——.” . M- Sepond ¢ 





~ —— is third class between ——and——. No other 
ex —.” 

The first form gives second-class rights to the train receiving 
it, and no opposing extra will have second-class right uuless 
each has an order fixing a definite point for meeting the other. 

If the second is given to an extra op to a second-class 
extra and without definite meeting orders, the train receiving 
it remains third class until the opposing extra named is met 
and passed, after which it is second class. If the extra named 
is going in the same direction, the extra to which the order 18 
given becomes second class at once, but must guard against 
overtaking the preceding extra. 

The third is tor caution to second-class extras on track where 
there are working trains or otuver thir¢-c'ass extras which are 
———— in all cases to fuliy protect themselves. The reporting 
and recording of third class extras as the rules require gives 
them no right‘ot road, and they are to yield the track to second- 
class extras. 

Meeting orders for extras will be in the same forms as for 
regular trains. 

10. When two passenger trains have orders to meet at a cer- 
tain pomt, the one arriving first shall take the siding. If there 
is a switch at both ends and there is not a clear view for the 
whole length of the siding, the main track will be used to the 
switch designated as the meeting point, which will be the up- 
perend of the turnout if the lower end is not named in the or- 
der. If the view is clear the whole length of the siding, the train 
which arrives first will take the siding at the switch nearest it 
and run through, but neither will use the main track beyond the 
switch designated unless the other signals that it is clear of the 
main track. When a passenger train and a freight or coal train 
have orders to meet at a certain point, the passenger train will, if 
it arrives first, occupy the main track and have the switch open 
for the other to run on the siding without stopping. The 
meeting and passing of other trains will be in accordance with 
the schedule rules. Every effurt should be made to avoid de- 
lay in passing, by all giving, looking for and obeying promptly 
signals necessary to convey information as to whether main 
track is clear or not, and for such movements of the trains as 
are necessary to get past cach other. 

11. If trains are ordered to pass at a particular switch ata 
certain point, and, on arriving, fixd that they can pass more ex- 
peditiously at anothor switch at the same point, they will do so. 

12. The conductor of every train, whether flagging another 
train or not, will see that all switches are closed immediately 
after being used by his train. When a train flagging another 
goes on a siding, a brakeman will be left in charge of the 
switch to see that the flagged train also goes on; but he will 
not open the switch tor the flagged train until the engine is 
close enough to enable him to see the number of the engine. 
and must be careful not to open it for any train which may 
have passed the flagged train. Having opened for the flagged 
train, he will get upon the engine, that he may reach his own 
train, which will wait for him, and the conductor of the flagged 
train must see that the switch 1s closed. 

13. The manner of sending orders will be as follows : 

The main office will call the offices to which an order is to 
be sent and say, “Train Order” (or give signal 33). When 
both signify that they are ready the order will be sent to both 
at the same time and repeated back by both in succession. If 
both are ready to repeat back at once the one receiving the 
order for the train firat named in the address will have pre- 
cedence ; otherwise the first one ready will repeat first. en 
both have repeated back correctly, the operator at the main 
office will give to both, first his own office signal, then the sig- 
nal of each of the offices in succession, then the number of the 
order, the word ‘‘ correct” and his own initial tl.us : 

_ *2—M S—W C—Correct— W.” 

The repeating back must be done in all cases by reading from 
the copy that is actually to be delivered. Neither copy shall be 
delivered until both operators know that ‘‘ correct” has been 

1ven to both offices, and each office should read the repeating 
one by the other that any discrepancy may be doubly 
guarded against. 

When both offices are not on the same wire, the main 
office will inform each when the other has received ‘ correct.” 

When one order is to be delivered at the main office, the other 
will assume that it is correct there. 

No other operator will break circuit while a train order is be- 
ing sent, nor until the above process has been completed. 
Orders to be delivered at the main office will be duplicates of 
the corresponding orders sent to other offices. 

In sending, writing and repeating back, all numbers of trains, 
engines and switches, —e those in the address of an 
order, must be written in words followed by the figures. The 
—— ” may be omitted, thus: ‘ Engine tive ninety- 

wo )” 

14. An order received for a train not arrived must, when 
folded, have the train number marked on it and be placed in a 
yoy oo ga place before the operator to await the arrival of 

© train. 

15. The red on of each office, while open for business, 
shall be shown all the time excepting when a train is in sight 
for which there are no orders, when the operator shall raise it 
until such train ~—e . If it isnot raised, the train will 
stop and ask for orders, ; 

hen there is no operator on duty, the signal will be 
fastened up, but when raised for a train to pass it will not be 
fastened, but held in the hand. For long trains it may be 
dropped as soon as the engine bas passed under it, and raised 
again for the conductor’s car or caboose. 

16. Conductors of all trains wiil ask for orders at starting 
points when telegraph offices are open. Up passenger trains 
will ask for orders before leaving Clinton street station, Tren- 
ton. Third-class extras must not pass an open telegraph oftice 
to go upon a part of the road other than that on which they are 
——- until notice is sent to the main office and acknowl- 


ged. 

17. Operators will not leave their instruments to deliver 
orders, unless in case of emergency the Dispatcher so directs. 
The conductor will go into the office and receive and receipt for 
the orders there, and will deliver to the engineer his copy, except- 
ing that when a long train is to receive orders at an oftice which 
it is about passing, the engiue will stop near the office aud the en- 
giueer will goin for his order. While this is doing, the conductor 
will come as far forward as possible that he may go int? the office 
for his order while his caboose is approaching. The caboose 
will stop at the office for him until he signals tv proceed. 

In all cases where an operator delivers an order to a con- 
ductor or engineer, or-where one of the latter delivers to the 
other, the order must be read aloud by the person receiving it ; 
and no one must ever receipt for an order or attempt toact on 
it until he fully understands it. 

18, If a train is brought by an order to the end of its trip or 
to the junction of a branch on which heis going, and there is 
no operator on duty there to whom to report, the conductor 
will sign his copy of the order and leave it with the switchman 
or one of his brakemen to be given to the other train as notice 
that he has arrived. 

19. An order fixing a ous pint for two trains is under- 
stood to include ali trains flagged by either of them without the 
flagged train having a copy of the order. When flagged trains 
are not to be met at the same turnout with the trains carrvin 
the flag, the opposing train must have a spec.al order for pon 
meeting. 

An order for a train to run in the time of another going in the 
same direction does not include trams under flag of such train, 
and a special order must vu given the flagged train in such 
case before it can go. 





20. Traing will start immediately after receiving au order ay- 


thorizing them to do so, unless unexpectedly detained, when 
the fact must be ey wl stated and new orders obtained, 
Going to meals will not be allowed as an excnse for delaying @ 
train either before or after getting orders. Early notice should 
be on of the expected starting time of trains being prepared 
an venting orders. 

21. No order can be used by a train to which it is not ad- 
fees nor against nor in the time of avy train not named 
ini 
_ 22. If an order is not fully understood by the person receiving 
it, he should ask further explanation by telegraph. 

Telegraphic Signals, 

The following signals are of importance in transmission of 
train orders : 

33—Train order. 

19—Any order for? or, I wish to ask for ordera. 

27 Important railroad business demanding immediate and 
uninterrupted use of wire. 

The sigual 27 claims, for the operator giving it, the immedi- 
ate use of the line to the exclusion of all other business. Any 
operator hearing this signal must close circuit at once, whether 
he is calling an office or in the midst of passing business. The 
27 of main office takes precedence of the 27 of any other officer, 
It should not be used by any operator excepting by direction «f 
the Dispatcher, Train Master or an officer of the road of ui- 
doubted authority, unless it is to report an accident to a train 
or the track. ° 

Each operator will make a written report to the Train Master 
at the clese of each day, giving a statement of each occasion 
on which he has used 27 or received it from another office, and 
will give the address and signature of each message for which 
it was used, and the sending operator will state by whose au- 
thority in each case. 

When necessary for an operator to interrupt*a call or any 
passing business to ask for orders, he will do su by giving sig- 
ual 19. This must not be done during the transmission of an- 
other order, aud other business should not be interfered with 
unless the case is urgent. 

‘When an operator is interfered with in calling or sending he 
will close circuit at once and test for signals, as holding circuit 
to an extent that will prevent the giving of a signal will 
looked upon the same as if he had disregarded the signal when 


given. 
J. A. ANDERSON, Superintendent Belvidere Division. 

December 1, 1872. 

Supplement No. 1 w Rules for Movement of Trains by Tele- 
graphic Train Orders, to take effect April 1, 1373. 

23. Any engine, with or without train, having orders to 
meet a flagged train at a turnout back of that at which it 
mects the flagging train will give four (4) blasts of the whistle 
ob approaching the engine carrying the flags, to signify that it 
hag such orders; and, if such signal is not given, the flagging 
train must not allow it to pass until the flagged train arrives. 

24. Orders for extras will hereafter read, “No opposing 
extras,” instead of ‘‘ No extras,” as heretofore, and trains re- 
ceiving such orders will infer that there may be other extras 
ahead of them going in the same direction, and they must so 
run as to effectualiy guard against colliding with any extra they 
may overtake. When necessary to forward an extra rapidly 
the orders given it may state what extras are running ahead of 
it, or, if there are nove, may state the fact ; but all such infor- 
mation must be distinctly given in addition to the order, “* No 
oppoues extras.” 

5. The following form of order may be used when desirable 
in 2 of form C, as given in the Book of Rules : 
. Giving atrain the right to run in the time of another. 

‘Train No. —— will keep —~ minutes behind time at and 
beyond —— until —— No. —— 1s —~—.” 

Under this order the first-named train will keep the number 
of minutes named behind its regular schedule time from the 

int where it receives the order until the second-named train 
is met or passed; and the second-named train may use the 
main track against the first-named train to or at any point un- 
til ten (10) minutes befure the expiration of the time indicated 
by the order. J. A. ANDERSON, 

Superintendent Belvidere Division. 
a@ PASTE THIS IN YOUR K OF RULEs. 
EXTRACTS FROM SCHEDULE RULES. 


27. Time table trains are of three classes. Third-class 
trains will keep 10 minutes clear of tirst and second-class trains , 
and second class trains will keep 10 minutes clear of first-class 
trains. 

28. A down train of either class has right of track against an 
up train of the same class, to or at any point until one hour af- 
ter the regular time of that one of the two trains whose time- 
table is the latest at the point in question. After the expira- 
tion of this hour the up train will have right of track. 

29. A train having the right to proceed against any train due 
and not arrived will keep 5 minutes behind the time at which 
such right begins at avy point, but no opposing train will use 
any part of this five minutes. 

33. A train going on a siding for another to pass must be 
clear of the main track aud have the switch cl aud locked 
by the time its right to go to that poimt has expired. 

35. Extra trains or engines are of three classes : 

lst. Running by special time-table. 
2d. Running by special running orders. 
3d. Runuing without running orders. sii 

36. The rights of the first class will be fixed by their time- 
tables, and those of the second class by their running orders, 
which can be given only by the Superintendent, or those au- 
thorized to give such orders; mere information does not consti- 
tate orders. The order “No opposing extras” refers only to 
extras of the second class. Extras of second class bave right 
against those of third class, but will rua so as to’ stop anywhere 
within the length of track in sight. 

87. Extras of third class have no rights of track against an 
other trains, and must be carefully guarded from collision wit 
other extras, by flags, when the view is not sufficient. They 
will not be run except for material trains or wheu comet 
great emergencies, and on meeting with extras of second cl 
will go back to pass uniess time would be saved or some impor- 
tant end gained by doing otherwise. They will, before start- 
Ing, OF &8 BOON as — report to the telegraph Dis- 
patcher, through tbe nearest office, the time and place where 
thev will be at work. 

38. Material trains will be placed in second class by getting 
runping orders whenever practicable and when going on a 
direct run. 

39. All extras must keep 10 minutes clear of any regular train 
against which they have no running orders. 








Keeping Up Track in Wet Weather, 





To Tue Eprror of THE RAILROAD GAZETTE: 

The spring just past has been fraught with an unusually 
large amount of danger to railroad travelers on account of the 
wetness of the season and the little care taken by the proper 
persons to keep railroads in order. It should be a question for 
grave consideration with the owners and operators of our great 
iron thoroughfares as to the most practicable plan for guarding 
against every kind of danger and inconvenience to the travel- 
ing public, but especially ought prompt action to be taken to 
prevent a recurrence of disasters such ag haye appalled the 
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hearts of newspaper readers so often during the last few 
months. 

One fruitful source of our annual spring railroad horrors is a 
want of proper care in keeping up the tracks from the time the 
ground thaws out in the spring to the coming of settled sum- 
mer weather. Embankments are allowed to wash and slide 
down, cuts are left unattended to until the track is about cov- 
ered with the wash of the sides, ditchos are allowed to remain 
choked up with all sorts of refuse, culverts are not cleared, 
broken or shattered cross-ties are not removed, worn-out rails 
are kept in place, and, ih fact, on a great many railroads the 
spring mouths see nothing dona that should be done. Now, it 
is my opinion, based on no small amount of observation, that 
unless the owners and operators of railroads can be made to see 
that it is money to them to keep their road-beds and permanent 
way at alltimes in firsi-class condition, it will be useless to dis- 
cuss the question of how this is to be done. It may not, how- 
eyer, be amiss to offer a few observations in a general way with 
a view of assisting those, be they many or few, who are inter- 
ested in the subject of keeping up railroad track in wet weather. 

The maxim, “in time of peace prepare for war,” may be easily 
converted into an excellentrule for railroad men; that is, “in 
dry weather prepare for wet.” 

Firm embankments and wide cuts are absolutely necessary 
to a good railroad—and next in importance are good side ditch- 
es and culverts. A solid embankment, when made of certain 
kinds of clay, cannot be had without proper under-draining. 

. Wherever it is found that an embankment adheres and stands 
up well, but holds water and becomes treacherous on account 
of the sinking of the cross-ties, it is often a mere waste of labor 
and material to ballast it until it has been sub-drained, which 
can be done by putting in common burnt-earth tiles. 

Whenever the sides of a cut begin to wash into the side ditch- 
es and fill them up, it is generally cheapest, and certainly 
always safest, to widen the cut atonce. One or two first-class 
wrecks would pay for a goodly amount of well-directed labor to 
prevent such things. 

Perhaps the most fruitful source of railroad disaster in wet 
weather is the sinking of the cross-ties on account of the soften- 
ing of the road-bed. This, I think, is often owing to a lack of 
® proper number of cross-ties and to insufficient ballasting. As 
a matter of course, all things being otherwise equal, the great- 
er the number of cross-ties under a rail, the less the pressure 
on each tie froma passing train, and the less it will be liable 
tosink or tilt. It may be noticed by any one walking along a 
railroad after a period of wet weather, that wherever the ties 
are narrow or far apart there will bean unevenness in the sur- 
face of the track, caused by a want of a proper surface of re- 
sistance. This defect, which could be cured by the insertion of 
a few additional ties, is generally patched by tamping over and 
over again, until the iron, becoming hopelessly kinked and 
frayed, has tobe taken upand sent to the milil, an operation of 
invisible economy. The exercise of a little care and attention 
would soon obviate such annoyances. It is common for cross- 
ties to be put down just so far apart, no matter what may be 
the nature of the road-bed ; whereas a little common sense, aid- 
ed by observation, will teach any one that such work is not 
based on reason or economy. The track should be watched, 
and wherever the number of ties is not sufficient to sustain the 
pressure to which the rails are subjected, more must be added. 
No arbitrary rule can be given as to the number of good tie, 
required for a mile of railroad, as it must vary with the nature 
of the road-bed, the amount and quality of ballast, the weight 
of engines used and the traffic of the road. 

It is often the case that on account of inefficient section 
bosses a great preponderance of the ballast is put under the 
middle of the ties, while the ends are left with slack tamping. 
This being the condition in wet weather, the ballast is crushed 
down or forced out at the end of the ties, leaving them in posi- 
tion to rock from side to side of the road whenever a train pass- 
es over. Every railroad man should read Mr. Huntington’s 
chapter on this subject, to be found in his valuable book enti- 
tled ‘‘ The Roadmaster’s Assistant.” Plenty of ballast under 
the rails is what ia wanted. The best way is to leave the ballast 
a little slack at the middle of the tie, so that it will have no ful- 
crum upon which to rock. 

Insufficient water-way in culverts is another source of disas- 
ter in wet seasons, especially in hilly countries, as they are 
always subject to sudden freshets. Of course this can only be 
guarded against by taking care to secure ample way for the 
passage of the maximum volume. If after a trial culverts are 
found to be too small, enlarge them at once and thus save the 
washing out of your embankment and perhaps a wreck. 

The foundations of piers and trestle-bents often fail in wet 
weather, causing frightful accidents. These foundations ought 
to be carefully examined during wet seasons, and if it is found 
that “spouts” or wet-weather springs rise anywhere near them 
steps should at once be taken to ascertain the condition of the 
ground immediately under the foundation. This remark ap- 
plies more especially to timber works, they being usually put 
up with less regard to permanency than those of masonry. 

This article has been written more for the purpose of inviting 
discussion of the matters hinted at than for the purpose of giv- 
ing the writer’s suggestions. Few persons who read this jour- 
nal will deny the importance of such discussion. 

Hoosier. 








Equating Grades and Curves. 


Towanpa, N. Y., June 6, 1873. 
To THe Epiror oF THE RaILROAD GAZETTE: 

Knowing your liberality in furnishing information upon 
practical subjects, I venture to ask if there has been anything 
published, or any experiments reported, that might throw addi- 
tional light upon the subject of equating numbers for curva- 
ture and grade. 

* I should like to know what questions govern an engineer in 
selecting a grade to overcome a certain height. 

T am employed upon a railroad that has an elevation of 500 





feet between two points on its line, and it is probable that a 
route with the same cost per mile could be obtained for any 
grade : now how can I determine whether five miles at 100 feet 
grade per mile is better or worse to operate, taking into con- 
sideration the saving in first cost, than ten miles at 50 feet 
grade per mile. The grade selected in this instance was 45 
feet per mile; could it have been bettered? 

If you can direct me to some information upon the subject, 
a favor willbe conterred upon one who reads your paper with 
interest. J. 8. 





Marietta & Pittsburgh Train Rules. 





Marietta, Ohio, June 3, 1873. 
To THE Eprror oF THE RalLRoAD GAZETTE : 

In your interesting report of the proceedings of the Railway 
Association’s Committee on Train Dispatching—referring to 
Rule No. 8 of ‘‘ Instructions to Conductors, Engineers and Tele- 
graph Operators,” in use on our road—the printer has made an 
error which is, to say the least, a Judicrous one. 

The rule in question reada: “ Assume nothing. In case of 
doubt take the safe side.” 

Your printer makes us say: ‘*In case of accident take the safe 
side,” which is a piece of advice that we find entirely unneces- 
sary to give to our train-men. 

Please make the necessary correction and oblige, 

Yours respectfully, 
R. B. Hoover, Train Dispatcher. 








Questions on Gauges. 





Utica, La Salle Co., Ill., May 18, 1873. 
To THE EpiToR OF THE RAILROAD GAZETTE: 

Can you answer through the columns of the GazetrTE the fol- 
lowing questions? They may interest others as well as my- 
self : 

First. Is there any reason to believe that a broad-gauge rail- 
way—6 feet or 5ft. 6in.—is more expensive to operate than one 
of a narrower gauge? 

Second. Is the expense of construction very different for the 
two gauges (broad and standard) ? 

Third. Would not the Erie, under honest management, have 
been financially a success? 

Fourth. Is not the broad gauge capable of carrying the great- 
est amount of freight, other things being equal? 

Fifth. Is it not desirable to increase the carrying capabilities 
of cars, so that the dead load may bear a less ratio to the pay- 
ing load? Joun W. Hvett. 

[Iu reply to our correspondent’s questions we answer 
as follows: : 

1. No (see article on ‘‘ Cost of Working Roads of 7-feet 
Gauge,” in GazETTE of June 7). 

2. No. 

8. Decidedly yis, 

4. Yes. 


5. Yes. Eprtor RatRoaD GAzErTE. | 





Grassler’s Improvement in Smoke-Stacks. 





In this stack, the base ring, J, which fits in the saddle, is 
made in the form of a truncated hollow cone, with numerous 
perforations, a’, a’, through which sparks may fall into the 











smoke-box. The upper part of the ring is made vertical and 
the inner pipe is attached to it, the outer pipe being riveted to 
a ring, 1’, which fits over the outer portion of the base-ring 
and is secured by the same bolts. Underneath the cone H, 
and held by the same stays, is an inverted hollow truncated 
cone, K, with a vertically projecting flange on its upper end. 
This, the inventor considers, may be termed a spark and dust 
chamber, which will receive or collect the sparks and dust and 
direct them toward the center of the cone H. The latter is so 
placed that its point will enter the opening in the lower cone, K. 
This stackis patented by Mr. W. F. Grassler, of Muncy, Pa. 











Singular Accident. 





The Burlington Hawkeye has the following: ‘ The train of 
the Burlington & Southwestern Railway, which left here at 
seven o’clock yesterday morning, had rather a strange misha 
about a mile east of Viele Station. A car loaded with railroa 
iron lost off-a bar, which struck on end and passed through 
the one next forward, in which was a keg of powder, which ex- 
ploded, causing quite a wreck of the car but no serious damage 
to the contents. The train was run to Viele, and the fire ex- 





Train Accidents in May. 





On the morning of the ist, on the union tracks in Indianapo- 
lis, Ind., there was @ collision between a Cincinnati, Hamilton 
& Indianapolis engine drawing some freight cars and an Indian- 
apolis, Cincinnati & Lafayette train, throwing three cars from 
the track and causing considerable delay. 1 4 

On the ist, near Godfrey, on the Kansas Pacific Railway, as 
three engines were endeavoring to force a snow-plow through 
a snow-drift, two of the engines and the plow were thrown 
from the track, and a conductor, an engineman and a fireman 
were seriously injured. . ; 

On the ist, at the Alameda wharf, on San Francisco Bay, a lo- 
comotive got such a start moving down the track that it ran 
over the end of the wharf and into the bay. 

On the night of the Ist, near Ellaville, Fla., on the Jackson- 
ville, Pensacola & Mobile Railroad, the engine of a west-bound 
train struck a piece of timber which had been left too close to 
the track, throwing it upon the engine so as to strike the en- 
gineman and injure him severely. 

On the morning of the 2d, near Brenham, Texas, on the West 
Branch of the Houston & Texas Central Railroad, the ladies’ 
car and sleeping car of a west-bound passenger train were 
thrown from the track by a broken rail, injuring four passen- 

ers. 

‘ On the morning of the 2d, as the Portland express train on 
the Grand Trunk Railway was passing the 27:h mile post, near 
Soixante, Quebec, the spreading of the rails caused the three 
rear cars (a Pullman car and two other coaches) to go down 
the bank, there about thirty feet high. Thirty-three persons 
were more or less injured. It is reported that a car on a pre- 
ceding train had got off the track and run with its flange on 
the outside of one of the rails, so as to cut the fastenings here 
and there. 

On the evening of the 3d, a west-bound express train on the 
Indianapolis, Bloomington & Western Railway jumped the track 
in Indianapolis, causing two hours’ delay. 

On the night of the 3d, between Mount Carmel, IIl., and 
Princeton, Ind., on the Louisville, New Albany & St. Louis Air 
Line Railroad, as an excursion train was backing toward Prince- 
ton, anumber of cows suddenly jumped upon the track, b 
which the cars were thrown down a bank about eight feet hig 
and turned bottom up. About 35 passengers were more or less 
injured. 

‘On the morning of the 5th, near La Prairie, Ill., on the Chi- 
cago, Burlington & Quincy Railroad, the locomotive of an 
east-bound passenger train broke its main rod, which was fol- 
lowed by the breaking out of tho front cylinder head, the 
punching of a hole through both sheets into the fire-box and 
another into the bottom of the boiler. The fireman had one 
hand scalded. ; 

On the morning of the 5th, near Big Sioux, Dakota, on the 
Dakota Southern Raiiroad, by the breaking of the flange of a 
car-wheel, five box cars and a platform car of a west-bound 
freight train were thrown from the track, breaking up one car 
and the trucks of the rest, and making bad work with the road. 

On the afternoon of the 5th, asa south-bound freight train 
on the Illinois Central Railroad was running about ten miles 
an hour about a mile and a half southtof Peotone, Ill., an extra 
freight following ran into it, crushing one end of the caboose 
and killing two men, one being the company’s land agent at 
Kankakee. The road is perfectly straight for miles at the place 
of the accident, and the regular freight must have been per- 
fectly visible to the extra following it. The verdict of the 
coroner’s jury charged ‘‘ criminal carelessness on the part of 
the persons in charge of the following train.” 

On the afternoon of the 5th, in Newark, N.J., on the Erio Rail- 
way, ® passenger train from Paterson ran through an open 
switch upon a freight car loaded with a planing machine which 
was standing on the siding awaiting shipment, destroying the 
car and the planer, and injuring slightly a man who was stand- 
ing on the car. 

n the morning of the 6th, between St. Paul and Mendota, 
Minn., on the Milwaukee & St. Paul Railway, there was a col 
lision between two freight trains, by which one engine was dis- 
abled, five cars badly wrecked, and the track considerably 
damaged. 

On the night of the 6th, at Marietta, Pa., on the Columbia 
Branch of the Pennsyl¥ania Railroad, a locomotive and cight 
cars ran off the track through an open switch and over the 
earth for a hundred feet, and were piled together in a heap. 
‘The fireman was injured in jumping. It is reported that the 
conductor of the train for which the switch was opened gave 
his key to a brakeman with instructions to close the switch, 
which the brakeman failed to do. 

On the 7th, just north of Ticonderoga, N. Y., on the White- 
hall & Plattsburg Railroad, a south-bound freight train ran 
over a cow, throwing the mail car from the track. 

On the 8th, near Cokato, Minn., on the St. Paul & Pacific 
Railroad, six cars of a west-bound freight train were thrown 
from the track and badly wrecked. 

On the afternoon of the 8th, at Canton, Mass., on the Boston 
& Providence Railroad, while the engineman of a south-bound 
express train was oiling his engine he saw coming toward it two 
freight cars which had broken loose from a south-bound freight 
train, and had acquired great velocity in coming down a grade. 
The engineman got upon his engine and started it back, but 
not in time to avoid a collision, which disabled the locomotive, 
— one end of the car that struck, and killed some horses 
in it. 

On the evening of the 8th, near Woodlawn, Ky., on the Louis- 
ville, Cincinnati & Lexington Railroad, an entire —— train 
—engine, tender, baggage car, two coaches and one sleeping 
car—was thrown from the track by a switch which had been ma- 
reese misplaced. The engineman and fireman were slightly 
injured. 

On the morning of the 9th, an east-bound freight train on the 
Galena Division of the Chicago & NorthwesternjRailway ran off 
the track at Austin, a few miles west of Chicago, and the loco- 
motive and several cars were badly wrecked. 

On the afternoon of the 9th, at Tolles, near Waterbury, Conn., 
on the Hartford, Providence & Fishkill Railroad, two cars of a 
freight train were thrown from the track, killing the conductor 
and roadmaster, and badly injuring the assistant roadmaster. 

On the evening of the 9th, at Berkely, Va., on the Baltimore 
& Ohio Railroad, a car which was standing on a switch, loaded 
with rails in such a way that the brake could not be used, was 
struck by an engine, which intended to couple to it, but failed 
and set it moving down the siding toward the main track. A 
conductor and a brakeman were on the car, but could not ap- 
ply the brake, and meanwhile an express train appeared on the 
main track, toward which the car was running. The brakeman 
stuck to the car and signaled the train with his lantern, but 
with brakes down and engine reversed it still struck the car 
with such force that the rails went through the smoke-stack 
and into the boiler, and some pieces even into the baggage car. 
The brakeman on the car and the engineman saved themselves 
by jumping. The fireman was fatally scalded. 

On the morning of the 10th, the front truck of a car loaded 
with timber, on the Pennsylvania Railroad, parted in the mid- 
dle of the bolster, allowing the truck wheels to remain on the 
track, but letting the timbers in front drop nearly to the rails, 
and in this condition tt was dragged over a high bridge, break- 
—— most ot the sills on one side of the bridge. 

n the 10th, a freight train on the Indianapolis, Peru & Chi- 
cago Railroad ran over a calf near Vertland, {nd., by which the 
engine and several cars were thrown itito the ditch, 

n the evening of the 10th, about a mile east of New Lon 





tinguished. Fortunately no one was hurt, an myles 
ceeded without material delay,” » 4nd the train pro- 


don, Ohio, on the Cleveland, Columbus, Cincinnati & Indian 
apolis Railway, a brakeman in attempting to cut the locome 
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tive from a freight train fell under the car, and one end of an 
empty car was thrown from the track in running over his body, 
causing tbree or four others to leave the rails. 

“ Ou the morning of the 11th, in Paterson, N. J., on the Erie 
Railway, as a freight train was moving briskly with two cars 
immediately behind the locomotive loaded with oak piles nearly 
50 feet long, resting on both cars, the drawhead between these 
two cars was pulled out, the rear end of the pile fell upon the 
track, and two coal cars following were thrown at nght angles 
across the track ; a grain car next wes transfixed by a pile, an 
empty coal car was caught by one of the 1 gs and badly broken, 
while the brake-rod of a car farther back struck the end of one 
of the logs and split it about half of its length. 

On the night of the 11th, near Weston, ILl., on the Toledo, 
Peoria & Warsaw Railway, an east-bound passenger train, run- 
ning at full speed, was thrown from the track by obstructions 
which some one had placed upon the track. But little damage 
was done. e 

On the night of the 11th, a freight train on the Cleveland, 
Columbus, Ciucinnati & Iudianapolis Railway ran over a horse 
about nine miles east of Springtield, O., throwing the locomo- 
tive truck off the rails, which latter broke down a bridge close 
by, so that the engine and eight cars went into the creek. 
Neither engineman nor fireman jumped, and the latter was 
dangerously injured, the former slightly. 
- On the 12th, about one o'clock in the morning, as an east- 
bound coal and iron train on the Morris & Essex Division of the 
Delaware, Lackawanna & Western Ruilroad was running across 
a bridge over the canal hear the South Paterson depot, a flat 
loaded with pig iron got off the track and was dragged upon 
the bPidge so as to break the counter-braces, causing the bridge 
to fall into the canal and four cars afterit. The bridge had 
been built but two or three years. 

On the 12th, near Edwardsville, Ill, on the St. Louis Branch 
of the Toledo, Wabash & Western Railway, the locomotive and 
six cars of a train were thrown from the track by a cow and 
badly wrecked, The engineman was killed and the fireman 
badly injured. 

On the 13th, near Conshohocken, Pa., on the Philadelphia & 
Reading Railroad, a heavy rope with a hook at one end and the 
other fastened to the tender of a freight train fell from the ten- 
der and was dragged along the track. The hook at last caught 
ina switch and turned it, causing the engine and tender to 
run into a coal train and wreck several cars. 

Ou the night of the 13th, a north-b»und passenger train on 
the Northern Railroad of New Jersey was thrown from the 
track by a misplaced switch at the western end of the Bergen 
Tunnel and delayed several hours. ‘ 

On the 14th, near Adams, Ind., on the Indianapolis, Cincin- 
nati & Lafayette Railroad, ten or twelve cars of a freight train 
were broken up, blockading the road several hours. 

On the night of the 14th, on the Southwestern Branch of the 
Chicago, Rock Island & Pacitic Railroad, a freight train ran into 
the itch and blocked the road about seven hours. 

On the morning of the 15th, in Rutland, Vt., the engine and 
two cars of a south-bouud express on the Rutland Railroad were 
thrown from the track by a misplaced switch. 

On the 15rh, nine cars of a north-bound freight train on the 
Houston & fexas Central Railroad were thrown from the track 
22 miles south of Dallas, Texas, and one brakeman was kuled 
aud another dangerously injured. 5 

On the night of the 15th, half a mile below Indianapolis, 
four cars of a freght train on the Indianapolis, Cincinnati & 
Lafayette Railroad were thrown from the track, blocking the 
road for several hours. 

O.» the night of the 15th, a way freight train onthe New Jer- 
sey Midland Railroad was thrown from the track just after 
crossing the bridge at Franklin, delaying trains two hours. The 
accident 1s reported to have been caused by careless coupling. 

On the 16th, as # west-bound mail train on the New Jersey 
Midjand Railroad was leaving the station at Franklin, N J., it was 
thrown from the track by a misplaced switch. A local paper 
says it was owing to * the carelessuess of a young boy who was 
sent tu set the sw.tch. He had let a Sussex engine out of the 
lower track, and was told to place the switch ail right for tue 
main track, but not knowing one track from another, he threw 
the rails out of position.” The carelessness would seem to be 
on the part of those who sent a young boy who did not know 
one track trom another to tend the switch, rather than on the 
part of the young boy. Trains were delayed four hours. 

On the afternoon of the 16th. at Newburyport, Mass., on the 
Eastern Railroad, a north-bound local freight train was thrown 
from the track by a misplaced switch, and the exgine went 
down a bank 20 feet high aud tore away part of the abutment 
ofa bridge. ‘The engineman and fireman saved themselves by 
jumping. . 

Ou the morning of the 17th,a freight train on the Detroit, 
Lansing & Lake Michigav Railroad was moved up a steep grade 
west of Ionia, Mich., with a pusher behind to hélp it. After 
reaching nearly to the top of the hill the pusher started back, 
and alter it got well started it was found that a considerabie 
part of the train had broken loose and was following it. Steam 
was put on, but there was no one on the detached cars to apply 
the brakes, and they struck the engine at a speed of about 50 
miles an hour, and all went back to the station at a rapid rate, 


‘when some one turned them upon a siding. 


On the 17th, about six a. M., near Howlett Station, Ill., on 
the Toledo, Wabash & Western Railway, as a freight train was 
crossing a bridge, after the engine and eight cars had crossed 
safely the nmth went over the bridge followed by four or 
five others. 

On the 17th, as a south-bound accommodation train on the 
Burlington & Southwestern Railroad was running near Vicle, 
Iowa, one end of a rail fell from a flat car to the road-bed, and 
the other end was forced into a box car in which were several 
kegs of powder, which exploded and destroyed the car. The 
rail was also pushed through into the rear car, which was oc- 
cupied by passengers, none of whom were burt. 

On the afternoon of the 19th, near Farmington, Del., on the 
Delaware Railroad, a north-bound passenger train ran over an 
ox, throwing off the express car, one end of the tender and one 
end of the baggage car. 

On the atternoon of the 19th, the cylinder-head of a locomo- 
tive blew out as it was crossivg a street in Cumberland, Md., 
on the Baltimore & Ohio Railroad. 

On the night of the 19th, a car loaded with horses in an east- 
bound freight train on the New York Central & Hudson River 
Railroad caught fire from locomotive sparks near Macedo, 
N. Y., and was destroyed with twelve horses. 

Ou the morning of the 20th, in Dubuque, Lowa, on the Chi- 
cago, Clinton & Dubuque Railroad, one engine backed upon 
the front of another, damaging the cab of the former slightly. 
It is reported that it was a ‘* mistake” on the part of the engine- 
man, who intended to run the locomotive forward instead of 
backward. 

On the 20th, near Batavia, Iowa, on the Burlingtoa & Missouri 
River Railroad, one west-bound train ran into the rear of 
another, breaking to pieces three or four cars and blockading 
the track several hours. 

On the morning of the 21st, north of Poughkeepsie, N. Y., 
on the New York Central & Hudson River Railroad, five cars of 
an extra north-bound freight train ran off the track ata trest- 
ling, obstructing both tracks several hours. It ‘ is supposed” 
that a broken axle was the cause. 

On the 21st, the engine of a freight train on the Grand Trunk 
Railway ran into an open draw at Portland, Me. The engine 
went into the river and several cars were wrecked. 

On the evening of the 2ist, as the Janesville accommodation 
north-bound, on the Chicago & Northwestern Railway, was 


running at the rate of 20 miles an hour, about a mile and a haif 


from the center of Janesville, Wis., it encountered a break in 
the road where part of the gravel embankment, 18 feet high, 
had been washed away over a culvert which had been flooded by 
a storm that afternoon. The engine crossed the break, but the 
baggage car and two coaches fullowing broke loose and rolled 
down the bank, making a complete revolution, and landing 
right side up at the bottom. Filteen persons were injured. 

On the morning of the 22d, near Peotone, Ill., on the Ilinois 
Central Railroad, the engine and 24 cars of a freight train ran 
off the track, without breaking a coupling. A rail mysteriously 
loosened is said to have caused the accident. 

On the afternoon of the 22d, as a south-bound passenger 
train was running down a steep grade on the Philadelphia, 
Wilmington & Baltimore Railroad, near Newark, Del., the rear 
axle of the rear Pullman car broke in the middle, and in this 
condition the car ran to the bottom of the grade, without 
other injury than the shaking up of the passengers in the car. 

On the 23d, near Battle Creek, Mich., some cars of anextra 
freight train on the Michigan Central Railroad broke loose, and 
a regular freight ran into these. Little damage was done. 

On che 23d, near Franklin, N. J., on the New Jersey Midland 
Raiiroad, asa mail train was ruvuing through a rock cu ting, a 
cow which was standing by the side of the track jumped be- 
tween the baggage and the smoking car, throwing the latter 
from the track, and blocking the road some hours. 

On the afternoon of the 23d, a little above the Grand Central 
Depot in New York, there was a collision between north-bound 
and south-bound New York Centra] & Hudson River trains, by 
which several cars were somewhat damaged. 

Oa the evening of the 231, near Stanleyville, Ohio, on the 
Marictta & Pittsburgh Railroad, the passenger car of a north- 
bound mixed train jumped the track and turned over on its 
side, aud two passengers were injured, one of them sever lv. 

On the afternoon of the 24th, near Pine Hill, Iowa, on the 
Davenport & St. Paul Railroad, seven cars of a south-bound 
freight train left the track and rolled over into the ditch. 

Ou the night of the 24th, at Como, Wyoming, on tie Union 
Pacific Railroad, there was a collision between au express and 
an emigrant train, which entered the same switch at the same 
time, apparently intending toclear the main track for each 
other, and met in the Iniddle of it, damaging one engine and 
nearly destroying three cars of the emigrant train, and badly 
injuring “two persons. 

On the night of the 24th, at Northbridge, Mass., on the Bos- 
ton & Lowell Rtilroad, seven cars of a nortn-bound freight train 
were thrown from the track by a misplaced switch, and the 
shauty of the switch-tender upset. 

On the 25th, near Wooster, Ohio, on the Pittsburgh, Fort 
Wayue & Chicago Railway, there was a collision between op- 
aes | freight trains which caused damage estimated by the 
Wooster Democrat at $200,000. One engineman was killed, 
the other seriou Jy injured, aud three other persons more or 
less hurt. The cause we find reported t» be the misreading by 
the eugineman of the east-bound traip (who was killed) of his 
orders from the train dispatcher, which were that he should 
pass the fourth section of traiu 69 at Orrville. Tuis he mistook 
in reading fur the four sections of train 69. Instead of stopping 
at the sidiug four miles west of Wouster for~the other three 
sections to pass him, as usual, he went on and met them 
about a mile from the siding, while both were runving at 
full speed. 

Early in the morning of the 26th, during a fog, there was a 
collision betweeu east-bound and west-bound freight trains in 
the city of Milwauk e, on the Milwaukee ¢ St. Paul Ratlway, 
damaging both engines somewhat and wreckiug several cars 
loaded with wheat. 

On the alternoon of the 26th, a new locomotive on the Erie 
Railway was moving along the track leading trom the engine 
house in Buffalo, when the coupling-pin broke, and, the engine- 
man beivg on the tender apparently, and the throttle wide 
open, the engine run with great speed iutoa tram of freight 
cars, cutting one in two, throwing another trom the track, and 
damaging itself considerably. Two laborers who were putting 
in a frog were kuocked down by pieces of a broken car and then 
run — by the trucks: one was fatally and the other sever -ly 
lujured, 

On the evening of the 26th, near the Swatara Creek bridge on 
the Erie Railway, the brake-block of a caron a freight train 
fell upon the track and caused six or eight cars to go intu the 
caval aud feeder at that place. 

On the morning of the 27th, a number of empty iron ore cars 
of a train on the Lebanon Valley Brauch of the Philad:Ipbia & 
Reading Railroad jumped the track near the depot at Hum- 
melstown, Pa., blocking the road about three hours and wreck- 
ing seven or eight cars. 

On the night of the 27th, at Prettyman’s Switch, on the Dela- 
ware Railroad, the engine, baggage car and smoking car of a 
passenger train were thrown from the track by a plank lying 
acioss the rails, injuring the engineman considerably and the 
fireman slightly. The plank 1s said to have been left on the 
road and ‘ forgotten” by a man who had been wheeling sand 
across the track in a wheelbarrow, 

On the mornivg of the 28:h, ab ut four miles south of Law- 
reuce, Kan., on the Leavenworth, Lawrence & Galveston Rail- 
road, the track gave way under a tender of a pay train, ata 
poiut where the road had been badly damaged by floods, and 
the pay car was pitched forward against tue teuder, which bad 
settled about six feet. Oue man was badiy hurt. 

Ou the afternoon of the 28th, as a train of cars loaded with 
ore were beiug let down the steep grade of a siding of the Mar- 
quette, Houghton & Ontonagon Railroad leading from the 
McOmber Mune, it got beyond the controi of the brakeman and 
dashed into a number of empty cars which were standing on 
the track, damagivg more or less 16 cars, and wrecking some 
of them utterly. 

On the evening of the 28th, at Amey’s Furnace, Pa., on the 
Lehigh Valley Railroad, a stock train ran into an ore train, 
piing up several cars. 

On the night of the 28th, near Cloverland, Ind., on the Van- 
dala Line, as a freight train was going up a heavy grade in 
two sections, the first section broke loose from the engine and 
ran back upon the second section, telescoping two cars and 
badly damaging the engine. 

On the 29th, owing to the breaking of a brake-beam, four 
cars of a freight train on the Eric Railway were throwa from 
the track and broken up near Hampton, N. Y., blocking 
both tracks about an hour. 

On the 29th, as a freight train on the Salem & Lowell Rail- 
road was approaching Know Nothing Station, Mass., it ran 
into a passenger train on the Boston & Maine Railroad, dam- 
aging both engines badly. Both trains were running slowly. 

About noon on the 30th, as a local train on the Philadelphia 
& Reading Railroad was running between Pottsville and 
Reading, the stakes of a flat car, loaded with telegraph poles, 
gave way and the poles rolled off. Some fell under the wheels 
avd threw off the car, which caused eighteen cars to fali into 
the Schuylkill River. 

On the 3ist, a freight train on the Chicago, Rock Island & 
Pacific Railroad was thrown from the track about six miles 
west of Des Moines, Iowa, by an obstruction which had been 
placed upon the track for that purpose. 





On the afternoon of the 3ist, near Denville, N. J., on the 
Morris & Essex Division of the Delaware, Lackawanna & West- 
ern Railroad, a coal train was wrecktd by reason of a broken 
axle, and the parse g: 1 trains were detained in consequence 
nearly four honrs. 

About the 1st, a runaway engine ran into the head of a west- 
bound fast freight train on the Parkersburg Branch of the Bal- 
timore & Ohio Railroad, within a mile of Parkersburg, killing 


— 
— 


tbe fireman and doing much damage to both engines and the 


cars. 

One Sunday in the mon'h, some person placed a three-quart 
torpedo of fulminating powder, stolen from some pnitry-plye- 
erine works, on the track ot the Allegheny Valley Railroad 
near Scrub Graer, Pa., in front of a freight train. It exploded 
and lifted one side of the locomotive from the track, broke to 
pieces the wheels of the second car (an empty iron oil tank), 
tore a rent in the tank, cut out a long piece of a rail and made 
a great hole in the ground. Two men were arrested for the 
crime. They are supposed to have intended to plunder the 
wrecked train. 

About the middle of the month an engine on the Marietta & 
Pittsburgh Railroad is reported to have jumped the track near 
Caldwell, O., and after runaing a little way on the ties to have 
jumped back again and proceeded without further trouble ! 

About the middle of the month, as a long train of the Chica- 
g0, Rock Island & Pacific Railroad was being pushed down a 
siding in Peoria, which extends down with a very steep grade 
to a steamboat company’s warehouse on the river bank, it got 
beyond control, and went down the track with such force as to 
break down the bumper of heavy timbers at the end of the 
track and let one end of the rear car into the river. 

Late in the month, five cars of a freight train on the Grand 
Trunk Railway left the track while crossing a bridge in Port- 
land, Me., and just escaped going over. 

This is a total of 79 accidents, which caused death to 10 and 
more or less serious injury to 113 persons, These accidents 
may be classified, as to their nature and causes, as follows: 
DERAILMENTS . 

PP stscinicobsesens onsesbocsenseornseseus eoeecece 15 
ED. xs nehinake<ssgeonennnaceendstonsibainebath 7 
SD sdnnn united ra nsemrtnat ant bbberabesbedekes 
Roau-bed washed out 
Runeway trains.. .. 
Malicious obstruction 
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PINES iipecnnnss sebbsen os denanewerdnesssbenenisens 
Obstruction left carelessly. 
Open drawbridge 

ose rail 
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Spreading of rails 
Snow on track.. 
Man on track......... 
Poles falling from car. 
Broken «rake-beam... 
Fallen brake biock.............. 
EE i ckncns Ghbssbvbabesadseces cone 
Pulling out of draw-vuead 
B.oken flange 

Explosion of powder placed on track with malice....:.... 1—51 

COLLISIONS. 

Rear coilisions.......... Co ceseredegccescccsceseccesoceecess 9 
Head collisions 
Unexplained 










name ah peabneeeheneenenanseneseseeoecte saseee 4-2 
Striking :imber leit too near raile,......... 20.02. cece eee eee ° 1 
TN SIs cca bccénccdaveeccsensbessuecundénsd ohne 1 
ae fen bindeden. ‘nade eben kan sinha 1 
Bad loadinz—car plerced by fal en rail................... 1 
Cyl nder-hea i blown out. 1 
Cars burned. ....... . 1 
Broken axle............+.+- 1 
DOOR 2.0.0. coccccccdse secrcccsces- cosscesescsescoceccoceos 79 


Eight of these accidents caused death and fifteen others in- 
juries to persons. 

There are some notable features in this month’s report, 
among which is the reduction in the number of accideuts by 
broken rails, only one being reported against 18 in December, 
41 in January, 25 in February, 19 in March, and 7 in April. 
There was an unusually large number of accidents caused by 
runaway cars and trains, most of them being cars which broke 
from the rear of trains while ascending steep grades. No less 
than eight of the collisions as well as three of the derailments 
were caused by such runaways, five of which were owing to 
the breaking of couplings. Misplaced switches have alo been 
an unusually frequent source of accident, having been the oc- 
casion of two collisions aud seven derailments. As u-ual in 
summer, cattle on the track have been a serious source of acci- 
dent, and some of the most serious are chargeable to this cause. 

For the twelve months ending with May our record was as 
follows : 





No. of Accidents. Killed. Injured. 
June, 1872 ....6- eeeeeee o220eesnenes oobse 44 63 114 
MEE oc, avcesseesssecbsddensageebseneonn 31 35 
NN 55. s Jon icdenseneebobauehsen speedos 63 15 49 
000s 54000.,000s 20eneesees 000 vel 24 104 
DI chicnseceseneetenes aaashensennn’ 40 Im 
EE RR ern eee 37 114 
PENNE ccacccccccccccccccs cnesecceees 112 42 133 
PENG, BIAB. 6.0.0 000 cesccccsccce cbod seas 178 40 199 
POUNEED nce cvcccenccnsonee.cceces 133 25 126 
i << coveesnehbesbe nebabes Seusualt 112 18 
BENE ba: sebsccessénetsbanosbensneecendn’ 101 23 83 
BP cccoe sees Croce Coonccesecce 00-0eee i 10 113 
DOGS, 0000 .cccovccesce-cocscccee 1117 361 13.0 


The average number of accidents which we have ree 
ported in 1873 was 5.74 in January, 4.75 in February, 3.61 in 
March, 3.37 in April and 2.55 ia May. The fatalities were grat- 
ifyingly small last month, having been less than any previous 
month since May, 1872, when we reported nine. Of the 113 per- 
sons injured, 68 suffered in two accidents. 

The special lessons taught by the Mey report seem tole: 
better couplings, better care of switches, better fences and 
cattle guards; the general lessons taught by all these reporis 
being vigilance, discipline and the most careful maintenance 
of road and rolling stock. 








A New Snow Plow. 





Messrs. Shepherd and Warner, of Mankato, Minn., have in- 
vented a snow plow, which is thus described by the St. Paul 
(Minn.) Press : 


‘It is simply a shovel, made of boiler iron, twenty-five feet 
long, and three feet wider than a passenger car. The blade of 
the shovel, or forward point of the bottom, rests almost upon 
the track, the bottom rising in an inclined plane to several feet 
from the track at the rear, or high enough to be on a level with 
the bottom of a common flat car. The sides are also of boiler 
iron, and are higher than a locomotive pipe, so that when the 
shovel is thrust into a snow bank it will cut a hole large enouch 
to admit a train. As it is forced into the bank, the snow wll 
be crowded up the agro and into a car attached to the rear. 
This receiving car is open only at the frontend. The propel- 
ling engine is to be in the rear of thiecar. When the car is 
full, the machine is backed out and hauled to the nearest “‘ fill,” 
where, by an ingenious appliance, the sides of the car, which 
hang upon hinges at the top, are thrown open, the bo'- 
tom falis down so as to make an inclin plane from 





the center to both sides, and the snow slides out of its own 
weight.” 
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Editorial Announcements. 





Removals.—The Chicago office of the RAILROAD GAZETTE has been 
removed to No. Tt Jackson street, opposite Third avenue. 

The New York office of the Raturoap GazeETTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 





Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
menis, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always giad to 
receive news of them. 

Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolfing stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 





Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Advertisements.— We wish it distinctly understood that we wiil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








ACTION ON THE FREE PASS ABUSE. 





Two weeks ago, when we wrote, commenting on ap- 
plications for passes, that ‘‘ the railroad companies have 
created the evil and they must make the reform. This, 
as all signs show, they are beginning to do, though with 
too little vigor and decision,” we had no hope that with- 
in a week a large number of prominent railroad compa- 
nies would have taken hold of the subject with a ‘‘ vigor 
and decision” which, as a beginning, leave little to be 
desired. 

On Tuesday and Wednesday of last week, there was 
a meeting of representatives of Illinois railroads in Chi- 
cago, at which most of the lines in the State were repre- 
sented, called principally for the purpose of agrecing 
upon the measuresto be adopted in order to comply with 
the provisions of the new Illinois railroad law, which will 
take effect after this month. At this meeting the subject 
of frie passes was called up, the clause’ in 
the new law prohibiting any discrimination in 
the charges for carrying passengers giving at least a 
fair occasion if not a necessity for so doing. The dis- 
cussion, which called out a number of the most prominent 
Western railroad managers, developed so general a feel- 
ing in opposition to the practice as to lead one to wonder 
that it has not been abolished long ago ; as doubtless it 
ywould have been were not companies so slow to begin 
reforms, especially where a little co-operation is needed. 

But at this meeting it was thought necessary for the 
railroad companies of Illinois to come to an agreement 
concerning certain questions, and this doubtless made it 
easier to agree to act alike on other matters concerning 
which they have long substantially thought alike. And 
the action was also more radical than could have been 
hoped. The meeting stopped with no half-measures. 
The resolution finally passed was not simply in favor of 
an agreement to cease to issue passes in future. 


It contemplates also the withdrawal, after this 
month, of all the season passes issued as 
‘‘complimentary” — that is, of all passes which 


re not issued to satisfy contracts; neither the companies 





together or separately, or any other power, having au- 
thority to refuse such passes, any more than to refuse to 
fulfill any other contracts. Such contracts, however, are 
not to be made heresfter, and the only exception to the 
general rule is in favor of the employees of railroads, 
who. may be given passes over the roads on which they 
are employed, during their term of service. The clergy- 
men even are no longer to have half-fare tickets, and the 
resolute enforcement of the rule is likely to make passes 
objects of curiosity on Illinois railroad trains hereafter. 
We understand that the final agreement was adopted by 
a unanimous vote, which is perhaps more encouraging 
even than the fact of its passage. It is not easy to see 
how a company can offer an excuse for the violation 
of an agreement for the adoption of which it has 
voted. If any considerable number of the companies 
had opposed the action, they might have felt justified in 
refusing to be bound by it ; and the practice once begun 
by one company, it is much to be feired that the other 
companies would have felt compelled to resort to it also 
for special purposes; and once resorted to for one pur- 
pose, we know how almost impossible it is to confine it 
to that purpose. It isthe most contagious of diseases, 
and breaks out in all kinds of unexpected places and 
ways, when once it gets a footing. Those who would 
use it ‘‘ with proper limitations” forget that it will not 
stay within bounds. 

Though the resolution was passed, we understand that 
the final agreement remiins to be signed by the legal 
representatives of some of the companies, so it may be 
premature to say that an agrzement has been mafe. 

The passing of the resolution is a great.victory, but it 
does not end the contest for the establishment of this 
desirable reform, even on the roads which are parties to 
the compact. The keeping of the agreement will be the 
final victory, and one, perhaps, not to be won so 
easily. ‘‘’Tis true, ’tis pity, and pity ‘tis ‘tis true,” 
that railroad companies do not always keep their agree- 
ments; that, as with individuals, their vows to reform 
are not always kept, and that once having started on the 
straight and narrow path they not infrequently turn 
aside into some by- way which leads to the broad road. 
Worse than all, one having star ed, they display greater 
unanimity in backsliding than in repentance, and when 
one reaches for forbid len fruit there is sometimes such a 
stampede toward that particular tree as if the rest 
thought that the first trespasser might get more than its 
share. It is not easy to induce the railroad companies of 
any one section of the country to make an agreement, but 
it is harder still to make them keep one. So weshall not 
rejoice so much now over this promise of reform as we 
shall a few months later if we find that it has really 
been made. 

That it will be found easy to keep the agreement not 
toissue passes we donot suppose. The practice cannot 
have existed so long without having been made to serve 
some useful purposes. Doubtless it will be found that the 
companies have in many cases paid for unrecognized ser- 
vices by passes, and that the refusing of them will leave 
some persons who have valid claims on the companies 
without compensation. Doubtless, too, many railroad 
officers have used passes very effectively, and sometimes 
with real profit, in advertising and otherwise advancing 
the interests of their roads. Doubtless, as we have said 
before, some officials, especially those most closely con- 
nected with the passenger business, have learned to use 
this peculiar weapon with such skill and adroitness 
that they will sadly miss it if it is taken from 
them. Doubtless frequently, for some time to come, 
occasions wiil present themselves when the use of 
passes will appear—and not impossibly will be—the most 


effective and economical! method of securing desirable and’ 


legitimate objects. But it needs to be remembered that 
we cannot have any reform without some loss and prov- 
ocation. The object aimed at is a permanent advan- 
tage, and it does not need an immediate gain to justify it, 
anda‘oss for a time will not prove it impolitic. If it 
should be convenient to return to the old system, as it 
doubtless will be not unfrequently, the inconvenience 
should be submitted to ; should some parties be detected 
in violating the agreement, it should not be made an ex- 
cuse for the others to violate it also, but of their united 
effort to induce the party guilty of the violation to re- 
new its pledges and kcep them better in the future. The 
experience of a year or two will be sufficient io demon- 
strate the wisdom or unwisdom of the Chicago resolu- 
tion, should tt be resolutely enforced. Should the agreement 
be kept by few, or half kept by several, it will simply 
prove nothing—except a lack of courage and faithfulness. 

Most of the Illinois companies are, we believe, parties 
to the agreement—proposed agreement, perhaps we 
should call it—but we regret to hear that the four lines 
from Chicago eastward are not included. These have 
but a few miles of railroad in Illinois, and so far as the 
new law is concerned 4re little affected by it. They are, 
however, almost the chief sufferers from the practice, 





and the Lake Shore & Michigan Southern has been, we 
believe. one of the earliest and. most-urgent in moving 
for its abolition. But it is on these lines also that passes 
may be used most effectively in cultivating business—or 
getting it from each other—and with the existing competi- 
tion no one of these companies feels able to abate the 
nuisance, if we may call it so, unless all the others will 
join it. Should these four companies, or those leading 
from New York westward, jointhe movement, the days 
of free passes would probably soon be numbered through- 
out the country. 








ROUTES FOR GRAIN EXPORTS. 





We print elsewhere a large part of a recent address by 
Hon. William J. McAlpine, in which the necessity of pro- 
viding cheap transportation to the seaboard for the 
products of the West is emphasized, and a description 
given of the leading water routes, existing and proposed, 
and the methods suggested by which the diversion of the 
produce trade from New York may be prevented. 
McAlpine’s intimate acquaintance with canal. 
transportation, as well as his long study of the subject, 
his habits of accuracy, and his recognized ability, give ‘an 
importance to his utterances such as is not often attached 
to any speech or writing on this subject ; and in its pub- 
lished form he has supplemented the address by an ap- 
pendix, which contains a vast amount of useful informa- 
tion connected with the general subject, such as is not 
easily attainable. 

Perhaps; the most notable thing in this address is the 
statement that the Erie Canal cannot longer be depend- 
ed upon to secure the export grain traffic to New York. 
With the Welland Cu.inal and the St. Lawrence canals 
improved as they soon will be, and with no correspond- 
ing improvements in the water routes to New York, not 
even the cheap ocean freights, the capital and the busi- 
ness advantages of New York are likely to prevent West- 
ern grain exports from going down the St. Lawrence. 

The grain business by itself is not such a very impor- 
tant matter to a city like New York. It is enormously 
bulky, and doubtless employs a large capital; but it is 
handled with little labor and the profits on it are not 
very large compared with the rest of the business of New 
York. But the grain business creates certain conditions, 
which are among the chief advantages of most other 
New York business. 

For it is the grain exports chiefly which bring ves- 
sels to New York and give that city cheap ocean 
freights. There only is a ves3el reasonably sure to find 
a cargo without previous engagement at all times of the 
year; and there being a surplus of vessel room westward, 
and vessels in Europe always wanting cargoes to New 
York, the import trade of the country has chiefly centered 
there. Divert the grafn traffic from New York and you 
divert so large a part of its facilities for transportation 
thatit will hardly hope to continue to keep freights on 
imports lower than elsewhere, and this may entail a con- 
siderable lossin the importing trade, which would be 
more serious to the city than the loss of the grain trade 
by itself. 

But while its predominance in the export trade has 
perhaps been the chief reason of its securing the largest 
share of the imports of the country, its present predomi- 
nance in the import trade is now a great obstacle to the 
diversion of exports from it. This is a trade which is 
very varied and complicated, and difficult to secure, re- 
quiring large capital, business skill and extensive rela- 
tions abroad and at home among manufacturers and 
customers, and the concentration of all kinds of traffic in 
a single city. The very stores in which goods are sold 
are as essential and in many cases as important instru- 
ments in their distribution as the routes by which they 
are transported. The capital invested in streets 
and buildings may have as much influence as 
that invested in railroals and canals in determining 
the directions of traffic. Itis no further to Liverpool 
from Quebec than from New York ; but it by no means 
follows that it will cost no more to ship.grain from one 
place than the other. We are apt to count the cost of 
transportation by estimating the expenses of one trip ; 
but we can be accurate only when we reckon 


Mr. 


expenses and receipts in both directions. Vessels 
which receive $6.25 per ton from New York 
to Liverpool have a fair chance to get a 


back cargo at $3.75, and the round trip thus produces $10 
perton. Evidently if this vessel takes grain from Que- 
bec with no chance to get a back cargo it will want $10 a 
ton for grain to Liverpool. This difference in the oppor- 
tunities to obtain cargoes wesfward may finally decide 
where the grain exports of America shall be mide. Just 
how great that difference is, or how long it will 
continue, is not easy to say, but the decreasing « 
iron exports of Great Britain to this country lessen the 
chances of cargoes to Quebec ; for it is not nearly so 
easy to establish a trade in costly and varied goods as in 
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single coarse staples. However, with exports once be- 
gun—and they are fairly begun by the St. Lawrence 
route—the import business will soon begin to grow; and 
as it grows the freights on exports will decrease, and the 
position of the exporting city made more and more sta- 
ble, as its condition approaches more and more to that of 
its great rival. 

In the appendix referred to, Mr. McAlpine gives the 
length, time required for transit, and estimated cost per 
ton for each of four routes from Chicago tothe sea. By 
these, when the Canadians canals have | een enlarged, 
the cost of carrying a ton of grain to Quebec will be 
$2.73, while to New York by the Erie Canal it will be 
$450; by Oswego, $4.08 ; while with a ship canal from 


Oswego to Albany it will be $3.10, and with 
ship canals from the St. Lawrence to Lake 
Champlain and from Lake Champlain to the 
Hudson it will be $8.25. Thus it appears 


that when the improvements of the St. Lawrence 
routes already -b yun shall have been completed, if no 
corresponding im»rovements are madein the New York 
canals the cost of he transportation from Chicago will 
be forty per cent. less to Quebec than to New York. For 
this purpose it is not necessary that the figures 
given as the cost per ton p-r mile by lake, river and canal 
should be cerrect ; they are the same for all the routes, 
so the results can be compared wi.h accuracy. The 
figures are intended to represent simply the cost of doing 
the work,and not the charges, probable or possible. 
Every increase will add to the advantages of the cheaper 


route. ‘lhe current rate on wheat from Chi- 
cago to New York by lake and canal (lake 
transportation being unusually low) is about 
$7.50 per ton. The improved St. Lawrence 


route to Quebec, according to Mr. McAlpine, will be 40 
per cent. cheaper, which would make the probuble rate 
from Chicago to Quebec, when lake freights are as 
low us they are now, $4.50 per ton, or $3.00 less 
than to New York. This will nearly make up 
the average receipts per ton on cargoes from Liv- 
erpool to New York; and as these cargoes are not 
always to be had, and a large share of the voy- 
ages westward must always be made in ballast, 
while even from the first there would be some cargoes to 
Quebec, we may well believe that the St. Lawrence route 
would secure the trade in grain shipped for export, and the 
Erie Canal be limited to shipments for State, New York 
City and New England consumption and the grain trade 
of New York be limited to distribution for local con- 
sumption, and exports southward. This would be a ca- 
lamity to New York only, resuiting from an advantage to 
the prolucing districts. It can be obviated only, if these 
estimates are corre: t, by improving the routes to New 
York so as to preseat eqnal advantages to the producers. 








Pacific Mail. 





The new management has submitted a new statement of the 
condition of the company, which is remarkable for the enormous 
difference between it and the one made by the retiring admin- 
istration about a week previous—a difference so great as to lead 
those whose faith is small to wonder whether the old manage- 
ment has stock to sell or whether the new one wants to buy—or 
both. Abbreviating the aew statement, we have the following : 


Cash and bills receivable....................2- $309,680 69 
ee re rae 229,000 Ou 

a ——_—-_ $20,620 69 
Cash in hand of pursers and agents, estimated.......... 135,876 28 
ROIS NE III obo 6.500 5 5.5s'00b00e ses cubabc weds 156, 9 
Call Joan and notes (disputed)..................cccceeeee 865,000 09 
eae. 1.159.000 00 
Supplies on hand (estimated) ...............0...- pan aney 350,000 
Real I MIE III is. 54:03 scswtasaa: deem. ae) weno 2,009,831 77 

Total 


pitbtinee nabs ocbnebeescnenne Solin eeeanebell $1,687,724 73 
The other and the principal assets are the 26 steamers and 
the eight new ones, partly built and paid for, which the manage- 
ment refuses to value until it has had them appraised, which it 
promises to do soon. 

Against the assets are the following liabilities : 








Due on new steamers, less amount paid.................. $1,836,118 87 
Repairing wharf at Aspinwall...............e0s00- «... 75,000 00 
Total 


EEE i a CENCE On REPT, $1,911,118 87 


For these liabilities provision must be made at the rate of |. 


about $200,000 per month. 
The receipts and expenses for the year ending May 1, 1873, 
are reported as follows : 


Gross receipts........ ccc ssceces coccce coe Gd, 785,910 63 
Total expenses, including all repairs, &c.... 





. 4,958,521 61 
—_ $826,989 02 
Steamers lost during the year: 
Pt ae EEOC. $1,017,942 22 
Sacramento.......... 600,000 00 | Valu’d as es- 
Guatemala .... $61,000 timates last 


1 $1,657,942 22 
*Less insurance 20,000 | 


— 40,000 00) 
*10,000 of this amount is in suit. 


The company is thus seen to have lost in its regular business 
during the year no less than $831,000, besides the depreciation of 
the vessels.- Without its government subsidy, its gross receipts 
would have been less than its ordinary expenses, and as this 
subsidy is not secured to the company permanently, it is not 
impossible that the time may come when it will be entirely un- 
able to do any business at a proit. But for the present it would 
seem to be in an excellent position to mend. 

By last year’s report the company. was shown to have cash 
and call loans, stocks and bonds worth $3,189,691 ; 27,149 of its 


puolished. 





own ehares, worth then 75, and scarcely any floating debt, 
while its real estate was valued at $210,000 less than now. ‘The 
assets are supposed to have gone for additional vessels. A 
year ago, too, the receipts and expenses for the three months 
ending with May were reported as follows : 


Receipts........ peeereceecese covccccss Coesescoes scones oces $1,324 278 
Expeuses . 834,190 


BE NUN 1:60 :0cccnstaticasopedaddoceenbtbedne tens $490,088 
Thus the profits of the business for that one quarter were 
about three-fifths as great as the profits for the last fiscal year. 








The Narrow Gauge in Mexico. 





The Cosmopolitan ot May 13, published in the City of Mexico, 
says : 

“ Congress, on the 7th instant, rejected the proposition to 
dedicate the sittings of every Friday and Saturday to the dis- 
cussion of the Interoceanic Narrow-Gauge Kailway modifica- 
tions. The effort was what may be called the expiring agonies 
of the narrow gauge in Congress, and resulted in showing 
clearly that, after ail the endless talk outside the legislative 
halls, the 1°rrow-gauge project does not command the over- 
powering 2 those walis which its advocates pre- 
tend to claim. The partisans of the project are inJeed few, 
both in and out «f Congress, and after the very decided defeat 
sustained last Wednesday, they may as well with all becoming 
seriousness intone the aclum est de epublica.” 

The Trait d’ Union says : 


‘Those interested in the Rosecrans railroad project have 
again made desperate efforts to bring before Congress at this 
session their request for a concession, still farther modified. A 
proposition was made demanding that by reason of the urgency 
of the matter the Chamber set aside the Fridays and Saturdays 
ot each week in which to discuss the subject of the Inter- 
oceanic Railroad. After a most animated discussion this prop- 
osition was rejected by a vote of 78 to 72.” 

The Eco de Ambos Mundos, of earlier date, says : 

“The election in Congress demonstrates, in our humble opin- 
ion, that Mr. Rosecrans may now abandon his system of nar- 
row gauge if he wishes to be attended to by the Government, 
and to realize his project of an Interoceanic Railway: any con- 
trary proceeding must only result in the certain suffocation of 
this business.” 

These newspapers, however, are opponents of Rosecrans’ 
project, and inclined to interpret the action of Congress as un- 
favorable to it. It seems, however, to be quite improbable that 
anything will be done with the scheme at this session; and 
meanwhile the administration has reported an agreement it has 
drawn up with the International Company, which, however, 
must be approved by Congress, we understand. 








Telegraph Train Order. 





The following is the form of the telegraph train order used 
on the Bedford Division of the Pennsylvania Railroad. It is on 
a sheet 44 by 74 inches : ' 

TELEGRAPH TRAIN ORDER. 
Bedford Dwision, Pennsylvania R. R. 


SUPERINTENDENT'S OFFICE, BEDFORD................ 187 
To Conductor and Engineer.............++ S| a oe 
che in ke Deep beadeeed ei SERS Station 
You will 





On the back of the form is printed the following : 

(= Conductor and Engine‘r must have a Copy of Telegraph 
Order written on this blank. No other form must be used for the 
purpose. 

EXTRACT FROM BOOK OF RULES. 


“Rue 37. When the Superintendent sends a special order 
by telegraph to a conductor or engineer, the operator who re- 
ceives it will read it aloud, and deliver it to them—arrer they 
have answered how they understand the order, and have signed 
their reply, they must not be permitied to leave until the Divi- 
sion Superinlendent has acknowledged over his signature that 
they understand it CORRECTLY. 

‘* ga- No telegraph order is good unless it has the ‘Cor- 
RECT’ on it, and the signature uf the telegraph operator in 
full with time delivered upon it. 


““W. H. Brown, Supt. 





+) 
Record of New Railroad Construction. 


This number of the Rartroap Gazetre has information of the 
laying of track on new railroads, as follows : 

Liitle Rock & Fort Smith.—Extended from Louisburg 
northwestward 514 miles to Clarksville, Ark., 100} miles from 
Little Rock. Milwaukee & Northern.—Completed by laying 
of track from Depere to Green Bay, 4 miles. Burlington’ & 
Southwestern. —Extended southwestward 8 miles to Unionville, 
Mo. Marietta & Pitisburgh.—Extended from Cambridge 
north 10 miles to Pigeon Gap, 0O., and from Canal 
Dover south 10 miles to Phillipsburg, O. Cairo, 
Arkansas & Texas.—Track laid from Bird’s Point, Mo., 
opposite Cairo, west by south 30 miles. Mississippi Central 
Extension.—Track is laid from Jackson, Tenn., northward 27 
miles to Milan, Tenn. Northern Pacific.—Completed as far 
west as the Missouri River at Bismarck, which is about 25 
miles west of the winter terminus, and not 15, as we reported 
it in Januarv. 

This is a total of 165} miles of new railroad. 








J. A. Fay & Co.’s Large Car Sill Dressing Machine. 





We illustrate herewith a machine for planing car silis and 
other heavy timber required in car and bridge work, recently 
perfected and introduced by the well-known wood-tool builders, 
J. A. Fay & Co., Cincinnati, Ohio, who for the past two years 
have been making this class of car machinery a specialty. 

The dressing and +naring up of these heavy timbers is one of 
the most difficult and laborious operations in car building, 
when performed by hand or on a Daniels planer, which is 
slow and tedious. This macbine is intended to do away with 
all this unnecessary labor. We are informed that it has been 
pronounced by leading car-builders as ting fully the re- 
quirements, and that it is estimated that it will perform twenty 
times as much work as the old style machines in use. 

The frame of the machine is very heavy and solid, and the 
machine is adapted in all its parts for the heavy work it has 
to perform. The bed is made of cold-blast iron, with a smooth, 
hard surface, and hasa traverse movement similar to the end- 
less-feed Farrar planer, and the machine is also furnished with 
a pair of heavy feed rolls, expansively geared, for receiving the 
timber after it passes the side cutters, making the feed very 
strong and constant. The feed isinstantly started and stopped 
by means of an improved friction valve. 

The cylinder trame works in planed slides, and is arranged to 
raise and lower by power, the distance being denoted by the in- 
dex attached. This arrangement is perfectly under the con- 
trol of the operator, and saves the great labor required in rais- 
ing such a weight by hand, as has hitherto been done. Tho 
feed rolls are heavily weighted, and a uniform pressure is 
exerted at ail times on the stuff to be worked. . 

The spindles for the side heads are made of the best refined 
cast steel,are of large diameter and adjustable, and the side 
heads are made to work 10 or12 inches thick, as may be de- 
sired. By using a set of matcher heads in lieu of the side heads, 
heavy flooring for freight cars, etc., can be worked on the ma- 
chine, which is provided with au ingenious device for keeping 
the stuff up to the gauge and preventing the tear or split liable 
to occur in working cross-grained lumber. 

The cylinder is lipped with steel to prevent wearing ; the 
bearings are long and self-lubricating, all parts where fits are 
made are planed on; all the adjustments are quickly an 
readily made ; and the machine is furnished with a wrough 
jron shaving bonnet, gun-metal pinions, a full complement of 
wrenches, and all necessary counter-shafting. 

The machine is made to dress either three or four sides at 
one operation, as may be desired, and its builders believe that 
itis destined to effect a revolution in the manner of dressing 
and working car sills. We are informed that a number of them 
are in use in some of the prominent car shops, giving excel- 
lent satisfaction. Further information concerning the ma- 
chine, prices, etc., may be obtained by addressing the manufac- 
turers, who make a specialty of improved and labor-saving ma- 
chines for car wood work. " 











SraTE MANAGEMENT IN Massacuvsertts has had the same fate 
in the Senate as it had in the lower house—that is, it first passed 
a bill for the incorporation of the ‘State Board of Trustees of 
the Hoosac Tunnei Railroad,” being a substitute for the Houre 
bill appropriating $200,000 for the finishing of the tunnel; then, 
on the 5th inst., this action was reconsidered, and the House 
bill amended so as to increase the appropriation to $500,000 was 
passed to a third reading. Afterward the amendment was re- 
scinded, and the House bill passed. 

This action on the part of the two houses we understand to 
mean, in reference to trying the experiment of State manage- 
ment : ‘* We would like to; but we rather guess, on the whole, 
that we hadn’t better.” 








Enouisu Rarroap Statistics, as accurately compiled in the 
Board of Trade report for 1871, show that at the cluse of that 
year there were in the United Kingdom 15,376 miles of railroad 
123 miles having been constructef during the year. The aver- 
age cost per mile had been £35,943, or, we may say roughly, 
about $180,000 gold. These roads earned an average of £3,063, 
or $15,300 per mile, 44 per cent. being fom passengers and 56 
per cent. from freight, and the average working expenses were 
48.4 per cent. of the gross receipts. The average income 
earned on the capital invested was 4.43 per cent. 








The Proper Size of Car-Axle Journals. 





MeaDvIL“LE, Pa., June 9, 1873. 
To Tue Eprror oF THE RAILROAD GAZETTE : 

In your article on “ Friction of Journal Bearings,” in your 
issue of June 7, you cite the law that “friction is proportioned 
.to the pressure, and is independent of the area of the surfaces 
in contact.” 

The" otherwise skillful mechanics who will not believe in this 
law” will, nevertheless, assuming your premises for the occa- 
sion, argue that the friction arising from a load of 3,300 lbs, 
(which is about all that a 3jx7 journal ought to carry) will be 
the same on a 4x7 as on a 34x7 journal; and then, following 
you to your concession that the frictional resistance caused by a 
ioad of 3,300 lbs. on a 34x7 journal may be overcome by a for-e, 
applied at the circumference of the wheel, nearly 25 per cent. 
less than the force required to overcome the resistance caused 
by a load of 3,300 lbs. on a 4x7 journal, they will ask you why 
you donot put your argument in favor of adopting 4 inches 
as the standard diameter for car axles, something in this way: 
** Notwithstanding the fact that resistance is increased by en- 
larging the diameter of the axle, say from 3} to 4 inches, we 
urge that it will be well to increase the diameter to4 inches, 
because we believe that the largex axle will be more certainly 
continuously lubricated.” 

By putting it in this way, you would avoid raising discus- 





sion, which must be fruitless, with the “otherwise skillful” 
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but unbelieving fellows aforesaid, about “ areas” and ‘‘ propor- 
tions” and “ pressures.” They will understand readily enough 
that a 4x7ip. journal, well lubricated, will run more easily than 
® 3 x7ia. journal, without lubrication. They will a knowi- 
edge, too, that Mr. Smith’s 4x7 jouruals, that “ran 27,768 
miles, with a load of 4.833 pounds on each, without wearing 
through a film of lead 1-16 of an inch thick,” must have been 
‘very perfectly lubricated’”’—as you assume that they were. 

They will claim, however, tLat with a load of 3,300 pounds a 
Six7in. journal may be more readily lubricated than a 4x7 
journal carrying a load ot 4,833 pounds, and as effectively lu- 
bricated as a 4x7 journal carrying only 3,300 pounds ; and, fur- 
thermore, that tue 4x7 journal carryiug 3,300 pcunds will op- 
pose more resistance to moving force than will the 3}x7 jour- 
nal with like load. 

Why not accept the rule that the resistance from friction on 
an axle is directly as its diameter and but one-half in terms of 
its length, and that the length of the bearing should be twice 
the diameter of the journal? We ought to be reducing our 
load per wheel rather than increasing it, and on that behalf 1 
deprecate the enlarging of journals. A 3in. journal will 
carr) all thata car wheel ought to carry, and if the 3} journal 
is not overloaded we can lubricate it just as well as we can 
lubricate a din. journal with the increased loads that will 
follow increased sizes of parts. 

You say that the fact that probably nine-tenths of the car 
axles that fail break nett the hub of the wheel on the inside, 
and argue that thisis a tolerably certain indication that they 
are weaker there than anywhere else. I think that the car- 
builders and others have very good ground for asserting that 
square shoulders, such as are turned on axles at the points 
where the breaks so frequently occur, are in themselves ‘‘in- 
cipient breaks, ” and if you think ‘that the shoulder has some 
such effect ” you will doubtless agree with me that it will be 
well to apply some other gauge to indicate the point to which 
the wheels are to be set by the press. It ia stated that exper- 
iments made by the Prussian Government established the fact 
that steel bars subjected to the influence of a pressure by a 
® surrounding mass, such asis brought to bear on an axle by 
the fore ng on of the wheel, were materially reduced in strength 
at the point of compression. The experiments are reported in 
Engineering. J. M. Goopwin. 








Hudson’s Improvement in Locomotives. 





Paterson, N. J., June 9, 1873. 
To THE Epitor OF THE RAILROAD GAZETTE : 

I find in your paper of the 7th an article from some person 
under the assumed title “‘ Rather Mechanical,” criticising my 
plan of compound locomotive. He claims to have made a com- 
putation of the advantages gained by my (so-called) improve- 
ment, but, strange to say, he failed to discover anything but a 
positive loss; he applied to some of his brother craftsmen to 
have his analysis corrected, thowever, he says, strange to say, 
their estimate simply confirmed his own; he wishes me to en- 
lighten him and his less-gifted brethren, and in a postscript 
he says, ‘‘ Doubtless Mr. Huds»n is aware that there is nothing 
new iu superheating steam in locomotives.” 

Now, Mr. Editor, Iam really at a loss to understand how to 
answer ‘‘R. M.” He gives no analysis, although he says he 
has made one. Was his analysis intended to. prove that there 
is no gain in using steam in compound engines over what is 
done by expanding the steam in a singlo cylinder? If so, then 
Mr. Hudson, as well as a great many others, will be much 
obliged to him if he will publish bis demonstration, and thus 
enlighten those who have compound engine ‘ on the brain,” so 
they may save their money and not invest it either in useless 
patents or useless compvund engines. Mr. Hudson is aware 
that superheating on locomotives is no new thing, yet he be- 
lieves, a8 applied to his compound engine, its use would be 
beneticial. 

Ou Saturday next I leave home for several months; there- 
fore I shall probably nut have the advantage of * R. M.’s ” dem- 
Castration; nevertaeless, Iwill say that [am always ready 
and willing to be convinced of errors, as well as to embrace 
new truths, and am not in the habit of writing under an as- 
sumed name, aud would much prefer that my friend would give 
his. On my return home, if he wiil call on me, I will give him 
such information about compound locomotive engines as [ can. 


Wm. S. Hupson. 








Western Products and their Routes to the Seaboard. 





On the 8th of May last, in response to an invitation from the 
New York Chamber of Commerce, Hon. William J. McAlpine, 
the emiuent engineer, delivered an address ‘on the extent of 
the preducts of the fovd-producing interior of the United 
States; the channels of transport to market, their relative capa- 
city and economy; what improvement ot new rontes may be 
made to increase and cheapen transport, and how these may be 
made conducive to the interests of the merchants and citizens 
of New York city.” B low we give the larger part of the address, 
which in its pablished form is followed by au appendix giving 
® great variety of statistics relating to transportation, many of 
which are of the highest value, and, moreover, very difficult to 
obtain. We have had opportunity to know that Mr. McAlpine 
took great pains to secure accuracy in these statistics, and in 
most cases obtained his information concerning the traffic of 
existing lines from first hands—a matter worthy of attention 
because so large a part of the figures which are given us as 
transportation statistics have little better foundation than the 
gu: sses Of some person, and often a very ill-informed person 
atthat. Part of this appendix we will publish hereatter : 


The fielt of our present inquiry is a broad one, embraci 
the «xt.utef the trade pa rw the food-producin ¢ cemsion 
and the consuming and exporting sections of the A lanuc slope 
—the + xisting chanuels by which this trade is conducted—their 
capacity aud the cost of transport thereon —what improvements 
and enlargements may be advantageously made—what new 


channels may be profitabiy opened to meet the existing and 
future demands of the trade between these sections and Jessen 
the cost of transportation, and how these improvements and 
new works may be rendered conducive to the interests of the 
m: rchants aud citizens of New York. 

My exp: rience as a Manager of our State Canals, as a Rail- 
road Commissiouer, as the Acting President of the Erie Railway 
at the East, aud of several important lines at the West, will, [ 
hope, enable me to bring practical knowledge to bear upon the 
questions involved. 

The territory, the trade of which is now to be considered, is 
the basin of the Great Lakes and of the Upper Mississippi. 

‘This area coutains one-third of the population of the Repub- 
lic, produces an anuual cereal crop of 900,000,000 of bushels, 
and with the products of pastoral agriculture gives an annual 
tonnage for export from that region of ten or twelve mullious 
ayear. The statistics ot Outariv, Cavada, are not included, 
on account of the unreliability of the estimates which have 
been made, and none others of revent date have been available 
to me, and probably do nut exist. 

* * * * * 

Limiting this area on the south by the basin of the Ohio and 
on the west by the basin of the Missouri, it contains 500,000 
square miles and a pupulation of 14,000,000, with forests of the 
tiuest timber, mines of the most useful minerais and a soil pro- 
ducing the largest crops of the most valuable cereals. 

The natural advantages of this interior district, situated at 
from one to two thousand miles from the ocean, would have 
been aimust valueless, except fur the maguiticent navigable 
water lines which surrouud and penetrate it, literally tu the 
center of the contiuent, and furnish so cheap a transport for 
the immense commerce which has grown up between it and the 
great markets of the world. 

Seventy years ago this region contained only scattered forts 
and trading posts ; ow it has one-third of the population of 
the nation. 

The world has never before witnessed such vast movements 
of ** peoples ” as have in this century flowed westward, and sub- 
sided upon this area. The migrations of earlier ages were of 
savage hordes upon civilization—to lay waste and barbarize. 
This has been a migration of industry, intellect and wealth, to 
sub:lue a wilderners by the ax and plow. 

This wave of population has heretofore been rolling westward 
in such volume as to abstract in that direction a large portion 
of the surpluses of its teemiug soil; but as it has moved for- 
ward, step by step, have we at the Kast felt its imtiuence upon 
our chanuels of trade? 

As soon as Ohio could feed the first year’s demand of the emi- 
gration beyond it, the surplus crops of Western New York were 
turned eastward ; aud as those new scttlers toward the Missis- 
sippi began to raise surpluses, the districts east of them succes- 
sively contributed their quotas to the immense commerce 
which we see tu-day, filling up all the channels of trade to their 
utmost capacity. 

It is not surprising that the sagacious minds of other sover- 
eiguties should have been attracted to the rich prize which the 
trade of this vast interior offered ! 

The States of Pennsylvania and Virginia, as well as the Can- 
adas, eagerly entered the field of competition, and have con- 
structed immense works to secure their portions of it, while 
corpurate enterprise has built great lines of railways to pene- 
trate the interior, and to tap their natural navigable water lines. 

These natural lines are as follows: 


First.—The chain of great lakes and the St. Lawrence, bifur- 
cating to Quebec, and by Lake Champlain and the Hudson to 
New York. 

Second.—The Ohio River, and by portages over the moun- 
tains to the Susquehanna, Chesapeake and James. 

Third.—The Mississippi and its navigable tributaries, ter- 
minating on the Gulf ot Mexico. 

Each «f tuese (except the last) has been improved by artifi- 
cial works. 

The great trunk railways extend from all of the important 
interior centers of trade to the Atlantic. 

First.—Through the Canadas, to Quebec and Portland. 

. Second.—Through this State, by two lines, to New York and 
oston. 

Third.—Through Pennsylvania to Philadelphia. 

Fourth.—Through Maryland to Baltimore ; and 

Fitth.—Through tne Southern States tv all their Atlantic and 
Gulf ports. 

These natural water lines and the artificial ones, as well as 
the railroads before named (all of them beyond the Allegha- 
nies, and included within the basin of the lakes and the Ohio, 
Missi-sippi and Missouri rivers), form counecting lines of 
navigation of 1,600 miles by lake, 7,000 miles by rivers, 1,600 
miles by canals, and 10,000 miles by railways. 

Immediately west of the State of New York lies the great 
basin of the lakes, and contiguous to it on the south and 
west lie the Obivand Mississippi basms, of equal maguitude. 
(hese basius are separated from the At'antic by the Aileghany 
Mountains, except where they tall off to the level plaius ex 
tending through the center of New York. 

An iwspection of the maps embraciug these basins shows, on 
the one ride, the chaiu of great lakes from the further extrem- 
uy of Superivur, trending southeasterly to the lower end of Lake 
Erie; aud on the other side, the Oulv Rver, from its junctiou 
with the Mississippi, trending northeasterly to its source iu 
Westeru New York, andall of the intermediate natural water 
lines Jead toward the same peint. 

This general direction of ths natural water lines has given 
the same course to the artificial water and railroad lines con- 
structed through these basins, and concentrates in the narrow 
gorge lying between the northeru slope of the Alleghany Moun- 
tains aud the eastern end of Lake Erie adritt of trade and 
travel which is not to be found elsewhere. 

‘This concentrated traffic collected by the fan-spreading lines 
hitherto has been couvered between the lakes and the At- 
lantic, through the Erie Canal and the central and southern 
lines of railroads io this State to its commercial emporium, 
from whence it was distributed by the ocean lines of steamers 
aud sail vesseis to every part of the globe. 

I beg to say iv regard to our rival lines: 

First.—That the winter rigors of the Canadian outletifo the 
Atlantic—its intricate navigation and fugs—are seriously to 1ts 
dinadvantage, 

Second.—That the long route by the Mississippi, though 
cheap, carries Western products too far out of the great lines 
ot trade; and its torrid climate is so injurious tu maoy of 
these products that that route is also less advantageous. 

Third.—That the elevation of the water portages which 

Peuousylvania and Virginia have toovercome are s0 much more 
costly than ours ; and 
Fourth.—While the railway lines above designated, including 
any that can be made, involve a cost of trausport so much ex- 
ceeding that of the improved and projected canals, connecting, 
by the shortest portages, the interior water lincs of the West 
with the tidal waters of the Atlantic, that we can, as we have 
always heretofore done, offer to the Western producer the 
cheapest and best route to the seaboard. 
_ Waule thus covgratulating ourselves upon our geograph- 
ica! advantages,we must not forget that the prize sought for is 
of too much intrinsic value and too temptiug to be yielded to 
us without a struggle, aud that modera progress overcomes 
all of the supposed real advantages of an effete and supine 
community. 


It is difficult to realize the importance of the Erie Canal, 





which now conveys oue-fourth of the exports of that vast inte- 
rior region which I have described,and as much of it during its 


six months of uninterrupted navigation as all the trunk railways 
together during the same time. 

Every canal boat which comes to tide-water with an average 
carge contaius more than the average of railroad trains. 

In the busy canai seasons, more than 150 such Joats come 
daily to tide-water, and vone of the railroads exceed: thirty 
trains per day. 

Such a canal traffic would require more than twenty miles of 
railroad cars; and there is neither room nor conveniences for 
discharging one-fourth as many. : 

The slow, plodding canal boat attracts no attention, while 
the bustie, noise and whirl of a freight train creates a sensa- 
tion in every village through which it passes. 

The locks on the canals act as regulators of the boats, which 
are separated by the distance which they would move during 
oue lockage ; and hence the canal business proceeds methodi- 
cally, and gives no idea of its great volume. Nour is this ap- 
preciated until some stoppage occurs, and then a delay of 
twenty-four hours will accumulate huudreds of boats—gnough 
to fill the track of the New York Central half way from Albany 
to New York. 

Imagine, if you can, what would be the effect of a catas- 
trophe that should stop the navigation of the canals for one 
seasun. All oi the New York roads could not trausport one- 
half, and the entire capacity of all of the roads to the sea- 
board in their present condition would be insufficient to convey 
the whole ot it. Half the merchants of New York, connected 
directly or indirectly with this canal traffic, would be bank- 
rupted, aud their rivals in Portland, Boston, Philadelphia and 
Baltimore would be correspondingly benefited. 

Many of you, gentlemen, here present, know better than I 
do how much the delays of the canals increase the cust of 
transportation, as well as the losses suffered by the merchants 
and by the State theretrom. And how much ot the business 
that we ought to do is turned into the rival channels of neigh- 
boring States, because of our incapacity under such circum- 
stances to carry it? 

The value of the Erie Canal to the interests of the whole 
State, although generally acknowledged, has been so often ig- 
nored or covered up with sophism that it cannot too often be 
urged upon the attention of our citizens. In a thousand in- 
sidious ways is this opposition toit exhibited. At one time, un- 
der the cries of ‘‘enthusiasm, ruin of State credit, ignorance 
of the new elements of transport, and squandering or pubiic 
money,” has a Clinton, a Bouck, a Jervis or a Ruggles been 
placed under a temporary cloud. 

How completely has the prescience of these great men been 
vindicated by subsequent results | 

The canals of New York, wita one exception, have been built: 
by the State and the railways by corporations, and form a con- 
nected system, which ramifies the whole State, and extends its 
beneticial influences to every section. 

As before stated, the Erie Canal is the great artery of this 
system. 

"The trunk railways are the adjuncts, and their branching 
lines are tributary to these trunks, or to the canals. 

Besides these artificial lines of transport, this State borders 
on the Atlantic, and sends ships to every clime and nation. 
Within its boundaries flows the Hudson, which bears upon its 
bosom a tonnage greater than the foreign trade of the nation. 
At its western extremity terminates the great chain of lakes, 
which penetrates to the heart of the continent, and on which 
floats a mercantile navy equal to that of the greatest European 

owers, 

, Without the port of New York this State would not have been 
the ‘“‘ Empire” of the nation. 

Without the lakes at the West, the Hudson at the East, and 
the connecting canals, New York city would never have been 
the commercial metropolis ot the Union. 

Without her magniticent canals and railways, New York 
wouid have “lost caste among ber sister States ;” and without 
the radiating lines of the secondary railways, the progress of 
her interior development would have been left in the rear of the 
world’s development. 

Wuen Clinton, Jervis and Ruggles predicted the volumes of 
trade over our public works, they were regarded as ‘‘ honest en- 
thusiasts,” but neither they nor the host of other far-seeing 
men who have advocated the construction aud enlargement of 
Our great trunk lines of canals and railways realized the enor- 
mous extent of this trade as it now exists, nor as it will continue 
to develop and increase year by year. 

No commercial city of any impurtance has ever flourished ex- 
cept wuere there occurs @ break in the grand lines of tausport 
—trom the land to the water courses of the interior, aud trom 
the latter to the ocean. 

By this rule, Quebec or Montreal, New York, Norfolk or Bal- 
timore and New Orleans must be the great commercial centers 
ut the Atlantic; and Chicago, St. Louis and Pittsburgh of the 
interior. 

New York alone possesses the necessary requirements, which 
have long been admuttet, and have made her the great com- 
mercial city of the Continent. Nevertheless there are causes in 
vperation which threaten to destroy these advantages, and to 
turn large portions of her trade to rival ports. 

If it were true that the railways are destincd to absorb the 
interior transportation of the country, New York would have 
almost uo advantages over the other Atlantic ports. And if 
the Erie Caual is superseded as a carrier by the cheap St. Law- 
rence or Kanawha (Virginia) water lines, and no substitute 
van be found, her supremacy is gone. 

Whatever may be said or done, the cheapest line of transport 
will carry the coarse agricultural products, and where they are 
sold there will be the deposits of merchandise awaitiug pur- 
chase with the proceeds of the sale of these products. 

The consumption of the cereals in New England and the 
Middle States is about twice as much as that exported to for- 
eign countries ; that is, two-thirds of the Westeru trade is sub- 
ject to a diversion by the cheapest water-line of transport, and 
another considerable portion by the cheapest land hiner. The 
Erie Canal has uutil receutly brought the trade of the West -to 
New York, and for many years has turnished the cheapest line 
of trauspurt; but it has now reached a point where the rail- 
ways have become formidable competitors for even its own le- 
gitimate business, combinmg as they do greater certainty and 
celerity of movement, with charges (during the season of navi- 
gation) but little higher than those of the canal. 

The cause which bas produced this diversion of business 
from the canals to the railways is mainly due to the fact that 
the latter are under individual management, while the former are 
controlied by politicians. 

As the manager of several railways at the West, where the 
direction and route of a large umount of transportation were con- 
trolled, I was never for a week without the presence of a solicitor 
of freights from one or the other of the New York railways, and 
in ten years of such active management, I never once had an 
application to direct our freight over the Erie Canal. All that 
tuok that line (and it was then of no inconsiderable amount) 
was from the sheer force or influence of its own merit. 

The railway companies call into their service men of the high- 
est order of ability, skill, experieuce and business tact, each for 
his own appropriate place. Contrast these with the qualitica- 
tions of our caual officers. If one of the best paying railways in 
the country was intrusted to such management, its rivals in busi- 
ness would send it into bankrup‘cy in five years. 

The result of the application of minds of such high order bas 
been to bring up railway construction and manageme ut to its 
highest state of development, and its cost of transport toa 
minimum, while on our State canals you can hardly perceive 
one valuable improvement over that practiced half a century 
ago. Horses still sluggishly tow the boats a milo an hour, on 
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the canal, while the same boat is towed by steam, on the Hud- 

son, at five times the speed aud hall the cost. 

In this same half century steam has almost taken the place 
of cheap saiimg packets on the ocean and lakes, aud more than 
ten thousand Jocumotives are daily whirling over sixty thou- 
sand miles of railway. 

No successful efforts have been made until last-year to apply 
steam power to canal towing. The Pharaohs were almost as 
far advanced as our canal officers. They towed their boats 
through larger canals than the Erie by men; we do it by old 
horses. 

Wh'le a member of the Canal Board-I introduced many reso- 
lutions for reducing the tolls upon the State canals. They were 
strongly opposed, and but few of them prevailed. Now, when 
almost too late, low toils have been adopted. It has required 
the exp-rience of a quarter of a century to discover that the 
true interest of the State is to secure trade by, and not to 
merely obtain r. venue from, the Erie Canal. ; 

If the Erie Canal is moderately well managed, and its tolls 
adjusted merely to maintain it in the highest state of efficiency, 
and an economical system of steam towage is introduced, the 
immediate diversion of trade will be temporarily averted. 

The time has arrived when it is necessary to give up the 
maintenance of the lateral canals, and no longer allow them to 
remain a tax upon the commerce of the State. : 

Three years hence the Welland Canal enlargement will be 
completed, and vessels of twelve hundred tons will be able to 
come from the extremity of the lakes (Chicago and Duluth), 
and discharge into canal boats at Oswego, materially cheapen- 
ing the cost of transportation to New York. 

It will be seen that the Erie Canal and its enlargement to 
Buffalo, while it has performed its functions and s cured the 
Western trade to New York city, can no longer be used as a 
competitor to the Canadian route to Montreal. 

Tne great through transportation now dematds not only 
cheapness, but rapidity and certainty of delivery. The canal 
boat moved by horses cannot exceed aspeed of one and a haif 
miles an hour, and with steam twice that velocity. ‘ 

The large propellers on long voyages can carry freight for 
two mills per ton per mile, with a speed of ten miles an_ hour 
on the lakes, eight on the rivers and three on the canals, ex- 
clusive of the time occupied in passing the locks, each of which 
may be considered as equal to a mile of extra distance. 

With ships of 1,200 tons sailing from the middle of the con- 
tinent to Lake Outario and only 180 miles from tide-water at 
Montreal, the enlarged Erie Canal from Oswego will hardly be 
able to successfully compete. 4 

Aship caual from Oswego to the Hudson, by which such 
ships could go to New York, becomes indispensable. 

The other project is to convey such ships from the St. Lawrence 
River, ten miles west of Montreal, to Lake Champlain by a ship 
canal of thirty-five miles and no locks, and from the lake to 
the Hudson by a similar caval with a few locks, and thence by 
a slack-water navigation to tide water on the Hudson. : 

An expenditure of fifteen millions of dollars will accomplish 
this object, and permit vessels of over 1,000 tons cargo to come 
from the center of the Continent, and discharge into ocean 
vessels without breaking bulk until they reach New York. 

The comparison of the distances by these several routes is 
as follows: 

From Chicago to Quebec........-..cceccccccecccccces cee 1,421 miles. 
viz.: of lake and river navigation..... 
Canals (with 54 locks).............. Savendcogecnsed 

From thence tu the Atlantic. .. ...... .ccccccscccccce coves 

And thence to Liv. rpool. ............200 cocscccccccccoces 2,234 


Total distance from Chicago to Liverpool.......... 481 
From Chicago to New York via Buffalo............------ 1,411 miles. 
viz.: of lake and siver......--...ccce0 cocrccces os 1,059 
Canal (with 72 locks). ........ .ceseeee cece eceeeeees 351 
Thence to the Atlantic............... sete sececceccsscores 
And thence to Liverpvol, 1,986 geographical miles or 
GIBRBIB.«.. 0.005 caccesesccccessecsesesoes Bos 60s macnsncensioe 3,460 


Total GISIAMCE...... 0.0 cccccreccses dcrcceccscocesees 4,901 
From Chicago to New York by way of Lake Champlain..1.619 miles. 
viz.: of lake »nd river.... 1,505 





Canal (with 70 locks)....... 114 
Thence tu Liverpool as abOVE.......... 20. eer eeceee 00+ 3,490 
Total distance........ i’ seorkesbacabeeennas alban 5,109 


The time required by these routes, and allowing for the extra 
time required in locking, is 8 days between Chicago and Que- 
bec or (by Lake Champlain) to New York, and 15 days by the 
Erie Canal, which may be reduced to 10 days when steam is suc- 
cessfully introduced. . 

The cost of transport by steam propellers of a thousand tons, 
between Chicago and Quebec or New York, will be almost ex- 
activ the same ; aud, as before stated, will not exceed two mills 
per ton per mile, or ten cents a bushel for wheat. 

To the cost of transportation should be added the tolls on 
the artificial works on each route, necessary to maintain them 
in operaticn. F : 

Direct trade with Europe, that is by loadipg upon the lakes 
and crossing the ocean, has been a somewhat popular idea 
among those who have but little practical acquaintance with 
the navigation of ¢ither. , 

The bu:ld, draft and rig of the vessels suitable to the one are 
pot so to the other. : 

The extra crew, stores, spars and equipment of the ocean 
vessels add largely to the dead weight, and correspondingly re- 
duce the paying weight, besides otherwise adding to the cost of 
transport. 

The extra cost of the crew and of carrying this dead weight 
would pay many times over for the cost of transferring the 
freight at the seaboard. 

THE CAPACI£Y OF THE CHANNELS OF TRADE BETWEEN THE EAST 
AND THE WEST. 

The statements which are published of the aggregate tonnage 
and mileage upon the canals and railways furnish no adequate 
idea uf the through traffic between the East and the West, nor 
of any fair comparisou between that carried on land and water. 
Even the State Auditor’s voluminous tables do not furnish this 
necessary information, and itis impossible to ascertain from 
them alone the through tonnage of either the Erie or Cham- 
plain cauals in either direction, . jf : 

For the second time in the discussion of this subject, this 
information is now furnished. as approximately correct as the 
case demands; and it is hoped that the labor of its compila- 
tion will be appreciated, and that it will hereafter be furnished 
by the proper public officers. 

by the Water and Ravway Lines between th 
the Tonnag? carried the Water a ailway Lines ween the 
rood pe odueng West pr the Consuming and Importing East, for 

One Year, viz., 1871 or 1872: 





























Through Tonnage. 
CHANNELS OF TRADE. 
. In both 
Eastward. | Westward. directions. 
The Erie Conal.........++0++--- 2,637,212 450,C00* | 3,087,212 
The Well»nd Canal....... ,  aees[e ne cecceee ooo. coos cees 1,250,000 
The New York Central Railroad.| ... . ni an a 2.250 Out 
The Erie Railway........+..-.- 893,685 369 1°6 1.262,r81 
‘Ihe Pennsylvania Railroad.... 879,461 412,385 1.292.846 
The Baltimore & Ohio Raslroad.|........ 22] -eeeeeeeeee 790 275* 
Total ......ccccccccccscec|soe-cecccces| cccccccccccs 9,933,214 
* Estimated. + Supposed to be greatly in excess. 


Twenty years ago, I ascertained that the agricultural exports 
from the West equaled in value the imports from the East, and 
in tonnage were as four to one. At the present time, when 
many of these a are condensed. ivto flour, 
the products of animals, and spirits (to lessen the cost of traus- 
portation), the proportion of the tonnage between the West- 
ern exports and imports, of the same aggregate value, is prob- 
ably as three to one. Thus, out of about seven millions of tons 
of freight which accumulate at the eastern end of Lake Erie, 
there is bound east a little over five millions, and of this the 
Erie and Welland canals probably convey three-fourths. 

It is difficult to ascertain the actual tonnage of freight which 
has been carried upon the lakes. The tonnage of the vessels 
has increased one-half siuce 1862, and the trade is now valued 
at a thousand million of dollars. 

The introduction of steam, efficient management and low 
tolls will enable the Erie Canal to increase its capacity from 
Buffalo for through freight, and carry the local tonnage patu- 
rally belonging to it, to the extent altogether of four millions 
of tons per aupum. , ; 

The Welland Canal, as now built, is capable of carrying an 
equal amount, say four millions of tons, and if a considerable 
portion of this is delivered at Oswego, it will increase the ca- 
pacity of the Erie by a million of tons. 

Three years hence the Welland Canal will be enlarged, and 
will then be able to carry from ten to twenty millions of tons. 
It a ship canal meanwhue is built from Oswego to the Hudson, 
it would be able to convey from five to ten miliions of tous, in 
addition to its present business. 

The railways, as now built, have carried from the basin of 
the lakes to tide water four millions of tons, and may be tracked 
to give them twice that capacity. 

he Welland, St. Lawrence and Champlain route will be al- 
most unlimited in capacity, and may be considered as equal to 
trom ten to twenty millions of tons. 

The Kanawha Canal, if built upon its present dimensions, 
would be equal to two millions, aud, properly enlarged, to five 
millions of tons. 

We have now an aggregate capacity of transport between the 
interior and the Atlantic seaboard, by land and water, of nine 
millions ot tons, and the means of increasing it to eighteen 
millions, by improvements, and to thirty millions of tons annu- 
ae by new lines. : 

s the present export demand from that portion of the West 
equal to or greater than the present facilities of transport ? 

e have seen that the surplus productions of that region ex- 
ceed twelve millions of tons, and that the existing channels 
have acapacity of only seven millions eastward, and hence “‘ the 
skeleton in the corn crib”—the burning of the corn as a cheap 
fuel: the costly conversion and necessary condensation of the 
cereals into animals, their products, and liquors. 

Tue five millions of tons of surplus of the West which the 
present channels of transport cannot convey to market would 
net to the producers two hundred millions of dollars a year, and 
as much more to the carriers, and again would increase the 
sales at the East, say chietly at New York, by nearly four hun- 
dred millions of dollars. 

The simple annual increase of the products of the West ex- 
ceeds the present capacity of any one of the trunk railways. 
You cannot build railways fast enough to meet this increase. 

Only one well acquainted with the Western country, and par- 
ticularly with the extremities of the drainages of trade, ‘the 
frontiers of cereal cultivation,” can appreciate how much of the 
produce must be withheld from your markets for the want of 
transportation. 

You must go with me to those extremities of cultivation to 
realize the annual loss, nay, even the destruction of what 
would enhance the whole business of New York more than ten 

r cent. 

PeThe population of the ten Western States has increased at 
the rate of 4 per cent. per annum for each of the last ten years, 
and of several of them from 5 to 8 per cent. per year. 

The agricultural —— requiring transport to the Atlantic 
increase more rapidly than the population, and ten years hence 
will be twice as as now, viz., more than twenty millions 
of tons, and if cheap, rapid and certain transportation is afford- 
ed, this tonnage will exceed twenty-five millions. 

These Western surpluses which the existing channels through 
the United States cannot convey will seek the St. Lawrence 
route and be forwarded to our great foreign food-customer, 
Great Britain, and with the loss of this ie, New York will 
also lose the sale of the goods which such Western products 
will purchase. 

We have seen that the present production of that great West 
whose trade belongs to you New Yorkers is now nearly twice as 
great as the capacity of the existing channels of transport. 

But it follows that when such channels are overcrowded, the 
charges for transport are correspondingly increased. 

When I repeat that the actual cost of water transport in ves- 
seis of a thousand tons, from Chicago to New York in twelve 
days, is two mills per ton per mile, and you find that the lake, 
caval and railway companies compel you to pay three or four 
times as much, you will perceive why you must not oxly in- 
crease the capacity, but must cheapen the existing lines of 
trade, or open new and better ones, if you desire to retain your 
— as the great commercial city of the continent.* 

The tables of the cost of transport by the usual conveyances, 
which I now exhibit to you, were very ree neee A yy ag one twenty 
pense se and have been very extensively ui at home and 
abroad, 

I now submit them, changing the rates to correspond with 
the increased value of money and labor since 1852. 

Iam told at this placein my argument, that the days of 
canals and water transpurtation are concluded, and that the 
= traffic of the country is to be performed hereafter by the 
railways. 

Nothing can be further from the truth. The business of the 
internal lines of commerce disproves the allegation, and shows 
that the water lines do actually transport the great mass of the 
internal commerce of the country. 

At Chicago, Milwaukee and Buffalo the receipts and ship- 
ments by water are from two to five times as great as by rail- 
way, and at Montreal, Albany and New York are nearly ten 
times as much. 

There is transported by water between New York and Albany 
or Troy, fifteen times as many tons of freight in the nine months 
of river navigation as the railways carry in twelve months. 

These enormous differences are only attributable to the econ- 
omy and capacity of transportation by water as compared with 
rail transport, and they can never be overcome by the latter 
method. Hence the prosperity of the East and the West, while 
depending upon cheap transport, must mainly rely upon the 
water lines to promote their mutual welfare. 

A few days since I ascertained the ueual charges for carrying 
freight between New Yerk and sundry foreign ports. 

To San Francisco it was by sail around the Horn (six times 
the distance by the Pacific Railway) but one-fifth the charge, or 
in a ratio of 30 to 1. That is, the charges for railway transport 
by the railway to the Pacific is thirty times the charge by mile 
by sailing vessels, and about fifteen times more than the cost 
by steam via Panama. 

On the Hudson River the prices by water are one-fourth of 
those by rail in the summer, and one-sixth in the winter, when 
there 1s no water communication. . 





* The cost of labor and of all the materials which are consumed 
in transportation have increased year by year for several years past, 
while the charges for transport by the water and railway lines have 
been steadily reduced. 





This is particularly the case with the competing trunk railway 
lines, and should be duly considered in these investigations. 





Oftentimes the charge by railway (in the winter) from Al- 
bapy to New York equals that from New York tu Eévespest, 

The natural flow of the water irom the Upper es is 
through the St. Lawrence tothe sea. Trade would natural] 
follow the same channel if there were no human agencies to di- 
vert it. The stormy and dangerous sea passages to Europe 
from the mouth of the St. Lawrence will to some degree lessen 
the exportation of breadstuffs by that route. But oo is no 
home demand or consumption in that region for the food pro- 
ductions of the West. New York, on the contrary, is the depot 
for the manufacturing, mining and commercial population of 
the northern Atlantic seaboard, consuming twice as much of 
such articles as are exported, and, therefore, the great entrépot 
is naturally New York. 

But when we consider that the Western products are now de- 
livered on Lake Ontario so as to compete with the Erie Canal 
at Buffalo (and soon to be delivered considerably cheaper), and 
that there is only 180 miles of river navigation to tide water (at 
Montreal), we will also begin to realize that no improvements 
of the Erie Canal at Baffalo can save to New York at least the 
diversion of the exporting portion of the products of the West 
to foreign countries. 

It is claimed by the Canadian authorities that the food im- 
ported from the West into New England (equal in quantity to 
that which is exported to foreign countries) can be delivered 
- | the St. Lawrence route and the Gulf and coast vessels 
cheaper than by the New York canals. 

If these apprehended disasters were without remedy to my 
pee city, L would have hesitated in proclaiming it so pub- 

icly. 

It bas been the misfortune of our State, like that of all other 
communities, to have within itself diverse local interests, which 
— legislation and even public sentiment, from true princi- 
ples. 

Thus the Western portion of the State has, and wil. alway 
divapprove any diversion of trade by the way of Oswego ; an 
both the western and middle portions will oppose diversion to 
the Champlain route; while the citizens of New York will favor 
any and all lines which will bring trade to their city. 

he case in hand is, however, not alone of municipal con- 
sideration, but affects very deep interests in the State and in 
the nation. 

The Federal Government, as conservator of the interests of 
all our people, is called upon to restrain the present enormous 
diversion of trade into the Canadian markets. 

Not by arbitrary power or custom duties which would injure 
the interests of a vast portion of the Republic of the West, but 
by aiding (as in the Pacific railways) commercial enterprise to 
give cheaper channels of transport and better markets. 

Whether this shall be done by the President’s proposed new 
water route from the Ohio southeastward, or by the Kanawha 
Canal to Norfolk, or (if the State and citizens of New York re- 
fuse) by the Lake Champlain or Oswego Ship Canal routes, re- 
mains to be determined. 

I may safely say to my fellow-citizens of New York, that the 
vast interests involved in this question in the strong-growing 
and soon to be dominant western interior will demand and ef- 
fect the desired objects above stated. 








General Railroad Wews. 


ELECTIONS AND APPOINTMENTS, 








—At the annual meeting of the Chicago & Northwestern Rail- 
way Company in Chicago, June 5, the followin entlemen 
were elected directors for the next three years : h. f Flower, 
M. L. Sykes, Jr., A. G. Dulman, Charles R. Marvin, New York; 
Albert Keep, H. H. Porter, Chicaga. Mr. Keep, who takes the 
place of John M. Burke, is the only new director. Only one- 
third of the board is elected each year. At the meeting, 307,706 
shares of stock were represented. Mr. John F. Tracy was re- 
elected President; M. L. Sykes, Jr., Vice-President ; C. R. Mar- 
vin, Secretary and Treasurer ; vin Hughitt, General Mana- 
ger, and J. B. Redfield, Assistant Secretary. 


—At the annual meeting of the La Crosse, Trempealeau & 
Prescott Rail:oad Lewy y (allor nearly all of whose stock is 
owned by the Chicago & Northwestern) in Chicago, June 5, the 
following directors and officers were chosen: Directors. J. F. 
Tracy, M. L. Sykes, Jr., David Dows, A. G. Dulman, H. H. 
Porter, William H. Ferry, C.R. Marvin, M. M. Kirkman, J. H. 
Howe ; President, J. F. Tracy; Vice-President, M. L. Sykes, 
Jr. ; Secretary and Treasurer, C. R. Marvin. 


—At the annual meeting of the State Line & Union Railroad 
Company (most of whoge stock the Chicago and Northwestern 
own) in Chicago, June 5, the following directors and officers 
were chosen: Directors, J. F. Tracy, M. L. Sykes, Jr., J. H. 
Howe, H. H. Porter, William H. Ferry, Marvin Hughitt, E. D. 
Richardson, M. M. Kirkman, J. B. Redfield ; President, J. F. 
Tracy ; Vice-President, J. H. Howe ; Secretary and Treasurer, 
J. B. Redfield, 


—At the annual meeting of the Elgin & State Line Railroad 
Company in Chicago, June 5, the following directors and 
officers were elected: J. F. Tracy, M. L. Sykes, Jr., David 
Dows, A. G. Dulman, H. H. Porter, William H. Ferry, M. 
Hughitt, J.H. Howe, J. B. Redfield; President, J. F. en; 
Vice-President, J. H. Howe; Secretary and Treasurer, J. B. 
Redfield. The road is a part of the Chicago & Northwestern, 
though a separate organization is kept up. 


—At the annual meeting of the Chicago & Milwaukee Rail- 
road Company (whose road the Chicago & Northwestern owns) 
in Chicago, June 5, the following directors were chosen: John 
F. —) David Dows, A. G. Dalman, A. B. Baylis, M. L. Sykes, 
Jr., H. H. Porter, William H. Ferry. J. H. Howe, J. B. Redfield. 
J. F. Tracy was chosen President, M. L. Sykes, Jr., Vice-Presi- 
dent and C. R. Marvin, Secretary and Treasurer. 


—At the annual meeting of the Winona & St. Peter Railroad 
Company, most of whose stock is owned by the Ohicago & 
Northwestern, in Chicago, June 5, the following directors and 
officers were chosen: J. F. Tracy, David Dows, A. G. Dulman, 
William L. Scott, A. B. Baylis, M. L. Sykes, Jr., H. Porter, 
William H. Ferry, J. H. Howe. President, J. F. Tracy; Vice- 
President, M. L. Sykes, Jr.; Treasurer, C. R. Marvin ; Secre- 
tary, 8S. O. Howe. 


—Mr. F. B. Russell, late of the Ohio & Mississippi road, has 
been appointed General Agent of the Erie & Pacitic Dispatch, 
with office in St. Louis. 


—At the anuual meeting of the South Carolina Railroad 
Company in Charleston, 8. C., April 8, the following board of 
directors was elected: W. J. Magrath, George A. Trenholm, 
L. D. De Saussure, John Hanckel, Andrew Simonds, George 
W. Williams, Henry Gourdin, Francis J. Pelzer, Daniel Tyler, 
William A. Courtenay, James 8. Gibbs, James P. Boyce, 
Samuel Sloan, Moses Taylor, J. P. Southern. The three last 
named are new directors, taking the places of B. H. Rice, 
James Conner and W. L. Ellis. The board re-elected W. J. 
Magrath President. 

—At a meeting of the board of directors of the New York & 
Oswego Midland Railroad Company in New York, June 7, 
George Opdyke war chosen President, Dewitt C. Littlejohn 
(late President) Vice-President, and Barthold Schlesinger 
Treasurer. The board of directors is now composed of the 
tollowing gentlemen : George Opdyke, D. C. Littlejohn, H. R. 
Low, B. Schlesinger, E. A. Wickes, Chas. L. Perkins, C. N. 
Jordan, Josiah Macy, Jr., J. W. Merchant, John R. Clark, 
Henry Bartlett, Henry Whelen. The new members of the 
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board who have come in since the annual meeting in March 
are George Opdyke, E. A. Wickes, Charles L. Perkins and C. 
N. Jordan, who replaced Cheney Ames, Delos E. Culver, 
William Foster, Abram C. Hewitt and Albert T. Rand, there 
being apparently one vacancy in the board. : 


—Mr. A. W. Dickinson, Assistant General Superintendent of 
the Atlantic & Pacitic Railroad, will hereafter have charge of 
the Western Division of the Missouri Pacific, including the 
Lawrence Branch, with office at Kansas City, Mo. Mr. E. H 
Goodrich has been appointed Assistant General Superintend- 
ent, with headquarters in St. Louis. 

—Atthe recent annual meeting of the St. Louis, Alton & 
Terre Haute Railroad Company, the following directors were 
chosen to serve for the next three years: W. H. Underwood, 
Belleville, Ill.; A. H. H. Rountree, Hillsboro, Ill.; G. W. Wall, 
Duquoin, Iil.; Carlos 8. Greeiey, St. Louis. Mr. Wall takes the 

lace of Horace F. Clark. The board elected Charles Butler, 

resident ; George W. Parker, Vice-President and Treasurer ; 
E. P. Leonard, Secretary; Henry G. Nash, Auditor; W.G. 
Broughton, General Superintendent. 


—At the annual meeting of the New Jersey Tube Transporta- 
tion Company in Trenton, N. J., June 2, the following directors 
were elected for the ensuing year: Thomas P. Johnson, J. D. 
Hall, Trenton, N. J.; W. H. Wood, Jersey City, N. J.; George 
E. Holyoke, Brooklyn, N. Y.; James E. Abbott, New York. The 
board organized by the election of Thomas P. Johnston, as 
President; William H. Wood, Treasurer; and J. D. Hall, 
Secretary. 

—At the annual meeting of the Springfield & Northwestern 
Railroad company in = Ill., June 3, the following di- 
rectors were elect2d : D. J. Wagoner, Fulton County, Lll.: Rob- 
ert S. Moore, Mason County, Iil.; John K. Kincaid, Menard 
County, Iil.; John T. Stuart, Sangamon County, Iil.; D.T. 
Thompson, A. J. Ware, Tazewell County, Ill.; W. Denison, B. 
E, Smith, Columbus, 0.; C. R. Griggs, New York. The board 
of directors elected the following officers: President, A. J. 
Ware; Vice-President, Jobn ‘I. Stuart; Treasurer, D. T. 
Thompson ; Secretary, George A. Blanchard, of Mason; At- 
torney, 8. P Shope, of Fulton. 

—The corporators of the Aroostook River Railroad Company 
met at Fort Fairfield, Me., May 23, and organized the company 
by the election of the following directors: Isaac Hacker, S. W. 
Collins, W. T. Sleeper, Jesse Drew, J. B. Trafton, William 
Small, A. C. Cary, J.8. Arnold and James Doyle. The direct- 
ors chose Isaac Hacker, President; J. B. Trafton, Clerk, and 
Bradford Cummings, Treasurer of the company. 


—The officers of the East Line & Red River Railroud Com- 
any, recently organized at Jefferson, Tex., are as follows: H. 
P. Mayberry, President ; P. M. Graham, Vice-President ; V. H. 
Claivorne, Secretary ; E. W. Le ae Treasurer, and Col. W. M. 
Harrison, James Arbuckle, W. L. Crawford, M. W. Covey, W. 
R. Ward, J. M. Urquhart, M. H. Wright and Col. D. B. Culbert- 
son, directors. 
—Hon. D. G. Fort has resigned his position as a director of 
the Lake OntarioShore Railroad Company, and Thomas S. Mott 
has been elected to fill his place. 


—Ata meeting of the stockholders of the South Mountain & 
Boston Railroad Company held at Columbia, Warren County, 
N. J., May 27, the following named persons were elected di- 
rectors : Frank M. Ward, Dr. C. N. Moore, Joseph B. Cornish, 
Joseph Anderson, John Bunnell, Audrew N. Snover, Aaron O. 
Bartow, Jacob C. Van Horn and Wm. H. Bell. At ameeting 
of the directors held the sams day the following persons were 
elected officers of the company: President, Joseph B. Cornish; 
Treasurer, Isaac Wildrick ; Secretary, Marshal Hunt ; Chief 
Engineer, Rodman M. Price, Jr. 

—At the annual meeting of the stockholders of the Canton 
Land Company in Baltimore, June 5, the following directors 
were elected: James M. Banker, Witliam Mertens, William 
Butler Duncan and Samuel L. M. Barlow,of New York ; Charles 
J. Baker, George 8. Brown, William G. Harrison, Charles 
Weber and 8. Sprigg Bell, of Baltimore. 


—At the annual meeting of the Dunleith and Dubuque Bridge 
pany ei, in Dubuque, Iowa, June 2, the old board of directors 
was re-elected as follows: Wm. B. Allison, R. B. Mason, J. F. 
Tacker, W. H. Sheffield and H. L. Stout. At a subsequent meet- 
ing of directors to elect ofticers, Wm. B. Allison was chosen 
President ;H. L. Stout President pro tem. and Treasurer, and 
C. H. Booth, Secretary. 


—At the annual meeting of the Rensselaer & Saratoga Rail- 


* road Company, recently, the following directors were elected : 


George Cramer, Joseph M. Warren, E. Thompson Gaile, 
George B. Warren, W. H. Hart, W. A. Sheppard, Thos. White, 
W. H. Vanderbilt, I. V. Baker, Charles Cramer, C. Vanderbilt, 
B. E. Bates, James Forsyth. - 


—At the annual meeting of the Saratoga & Schenectady Rail- 
road Company, June 2, the stockholders elected the following 
directors for the a year : George H. Cramer, H. N. Lock- 
wood, J. M. Warren, H. C. Lockwood, S. E. Warren, Charles 
Cramer, E. Thompson Gale, Chester Griswold, A. DeF. Gale. 


—At the annual meeting of the Iowa Pacific Railroad Com- 
pany in Dubuque, la., June 2, the following directors were 
elected for the ensuing year: J. K. Graves, J. A. Rhomberg, 
Wm. B. Allison, Wm. Andrew, H. L. Stout, R. A. Babbage and 
J. M. Walker. Do 

—Hon. A. P. Gorman has been re-elected President of the 
Chesapeake & Ohio Canal Company. 

—At the annual meeting of the stockholders of the Take 
Superior & Mississippi Railroad Company in St. Paul, Minn., 
June 2, the following directors were elected : William G. Moor- 
head, Samuel M. Felton, Isaac Hinckley, J. Hinckley Clark, 
Frank H. Clark, Philadelphia, Pa.; Charles E. Furness, James 
Smith, Jr., Charles H. Graves, ~Oany § Burnham, William Daw- 
son, H. T. Welles, St. Paul, Minn.; J. H. Stewart, Minneapolis, 
Minn.; B. 8. Russell, Duluth, Minn. Mr. H. ‘1. Welles, who 
takes the place of W. D. Washburn, is the only new director. 
The board subsequently elected B. S. Russell, President ; Chas. 
E. Furness, Land Commissioner ; Thomas M. Davis, Secretary 
and Treasurer and Treasurer of Land Department; James 
Smith, Jr., Attorney for the Railroad ore and Land De- 
partment. Mr. Russell takes the place of F. H. Clark. 

—At the annual meeiing of the Rome, Watertown & Ogdens- 
burg Rail:oad Company in Watertown, N. Y., June 4, the old 
board of directors was re-elected, as follows: Marcellus Massey 
Talcott H. Campbell, Gardner Colby, John S. Farlow, Samuel 
Sloan, Moses Taylor, C. Zabriskie, John T. Denny, Theodore Ir- 
win, Solon D. Hungerford, William C. Pierrepunt, William M. 
White, William E. Dodge. 

—The new board of directors of the St. Paul, Stillwater & 
Taylor’s Falls Railroad Company has elected the following of- 
ficers: Peter Berkey, President ; A. H. Wilder, Vice-President ; 
A. B. Stickney, Secretary and General Manager; H. Thompson, 
Treasurer. 

—At the annual meeting of the South Side Railroad Compa- 
pany of Long Island in New York, June 10, the following direc- 
tors were elected : Abraham Wakeman, Daniel T. Willets, Hor- 
ace T. Caswell, J. Boorman Johnston, Charles Fox, William 
Floyd Jones, Jacob R. Shipherd, Frederick D. Tappen, Peter 
W. Gallaudet, Jonn J. Shipherd, George H. Holt, Elihu Hos- 
ford and Caarles H. Dewey. Messrs. Wakeman, Caswell, Gal- 
laudet and Holt are new directors, taking the places of Joho 
D. Jones, H, C. Hepburn, W. 8. Carter and G. W. Ballou. The 
board of directors cae 2 re-elected the old officers, as 
follows: President, John J. Shipherd ; Vice-President, Elihu 


Hosford ; Secretary and Treasurer, George H. Holt; Assistant 
Secretary and Treasurer, Charles L. Hopkins ; Managing Di- 
rector, Jacob R. Shipherd. 


—Atthe annual meeting of the Geneva & Ithaca Railroad 
Company, recently, the following directors were. elected : 
Charles M. Titus, John Rumsey, Ezra Cornell, William L. Bost- 
wick, John Gauntlett, Georg: McChain, Nelson .Noble, R. M. 
Steele, W. W. Wright, Z. L. Case, W. M. Hall, Juage Duzen- 
berry, F. W. Prince. Ata subsequent meeting of the directors 
the following officers were elected: President, Charles M. Ti- 
tus, Utica, N. Y.; Vice-President, R. M. Steele, Romulus, N. Y.; 
Secretary, 8. H. Lamport, Trumansburg, N. Y.; Treasurer, 
Henry B. Lord, Ithaca, N. Y. 


—At the annual meeting of the Chicago, Rock Island & Pa- 
cific Railroad Company in Chicago, June 4, the following direc- 
tors, whose terms then expired, were re-elected for a term of 
three years: John F. Tracy, Hugh Riddle, Chicago; David 
Dows, New York ; William L. Scott, Erie, Pa.; B. F. Allen, Des 
Moines, Ia. At the meeting, 146,341 shares of stock were rep- 
resented. The board of directors subsequently held a meeting 
and re-elected the old officers, as follows : John F. Tracy, Pres- 
ident ; Hugh Riddle, Vice-President ; Francis H. Tows, of New 
York, Secretary and Treasurer. 


—Mr. W. R. Baker has been chosen Vice-President of the 
Houston & Texas Central Railroad Company, in place of W. R. 


‘Baldwin. Mr. A. Angus has been appointed Assistant Superin- 
tendent of the road. 


—Mr. J. W. Gore has been appointed General Agent of the 
New Jersey Southern Railroad, and will have special charge of 
the through passenger and excursion business. Mr. Gore was 
formerly General Ticket Agent of the Camden & Amboy and 
later of the Philadelphia & Erie. 


—At the annual meeting of the Milwaukee & St. Paul Rail- 
way Company in Milwaukee, N. A. Cowdrey, Levi P. Morton, 
James G. Garner and E. L. Frank, of New York, the four di- 
rectors whose terms had expired, were re-elected. The di- 
rectors re-elected Alexander Mitchell, of Milwaukee, President, 
and Russell Sage, of New York, Vice-President. 


—At the annual meeting of the Leavenworth, Lawrence & 
Galveston Railroad Company, in Lawrence, Kan., June 2,-the 
following board of directors was elected: N. Thayer, W. F. 
Weld, John R. Burnham, Charles Merriam, H. H. Hunnewell, 
W. H. Blake, John W. Brooks, Sidney Bartlett, John N. Deni- 
son, Boston ; James F. Joy, Detroit ; James M. Walker, Clarence 
I. Peck, William Sturges, Chicago. 

—At the annual meeting of the Nashua & Lowell Railroad 
Company in Nashua, N. H., May 28, the old board was re-elect- 
ed,as follows: Edward Spaulding, Nashua,N.H.; Onslow Stearns, 
Concord, N. H.; Daniel 8. Richardson, Lowell, Mass.; Francis 
B. Crowninshield, Henry Sigourney, Boston. Theodore H. 
Wood was re-elected Treasurer and Edward P. Emerson, Clerk. 

—Mr. William N. Parker, late of the Boston, Hartford & Erie, 
has been appointed Superintendent of the Connecticut & Pas- 
sumpsic Rivers Railroad and took charge of that road June 9. 


—Russell Sage, Jr., has been appointed Superintendent of 
the Chicago Division of the Milwaukee & St. Paul Railway. 
—Mr. G. T. McHale has been appointed General Foreman of 


the shops of the Vera Cruz & Mexico Ruilroad at Orizaba, 
Mexico. 


—The officers of the Carolina Central (formerly Wilmington, 
Charlotte & Rutherford) Railroad Compauy are as follows: 
President, Charles H. Roberts; Vice-President, Silas N. Mar- 
tin ; Chief Engineer and Superintendent, 8S. L. Fremont; As- 
sistant Superintendent, V. Q. Johnson; Secretary and Treas- 
urer, Watson Matthews; Assistant Treasurer, J. '[. Alderman; 
Master of Transportation, W. H. Allen; Master of Machinery, 
W. A. Gill. The office of the Secretary and Treasurer is at No. 


6 Broad street, New York; the other officers-are at Wilming- 
ton, N. C 


—Mr. John 8. Corning has been pene Auditor of the 
Lan Cincinnati & Lexington Railroad, in place of Wil- 
am ; 


' —Mr. F. Emmel, Treasurer, is also Acting General Ticket 
Agent of the Macon & Brunswick Railroad, in place of E. J. Mar- 
tin, resigned. 

—Mr. William Tomlin is Acting General Ticket Agent of the 
Naugatuck Railroad, in; lice of Andrew Y. Beach, who has re- 
signed to accept the pusitivn ov} Freight Agent of the New York, 
New Haven & Hartford road at Springfield, Mass. 

—Mr. A. Russell is General Ticket Agent and Master of 
Transportation of the Central Railroad of Iowa; Charles A. 


Jewett is Acting General Freight Agent; F. J. Fletcher, 
Auditor. 


—Mr. S. E. Carey has been appointed General Passenger and 
Ticket Agent of the Great Jackson Route (New Orleans, Jack- 
son & Great Northern and Mississippi Central roads), with 
oftice at New Orleana, in place of C. P. Atmore. 


—Mr. H. King, heretofore General Passenger and Ticket 
Agent of the Louisville & Nashville road, will hereafter be 
General Ticket Agent. Mr. C. P. Atmore has been appointed 
General Passenger Agent. 


- Hon. William Williams, of Buffalo, N. Y., has been chosen 
Managing Director of the Buffalo, New York & Philadelphia 
Railroad Company. Mr. J. D. Yeomans, late Assistant Super- 
intendent, has been appointed Superintendent, in place of W. 
C. Alberger, resigned. Mr. E. T. Johnson has been appointed 
General Freight Agent. Mr. Williams isa director of the Lake 
Shore & Michigan Southern. 

—Mr. J. F. Netherland, heretofore Auditor and General 
Ticket Agent of the Chesap ake & Ohio Railroad, will hereafter 
hold the a sere of Audit ronly. Me. Edgar Vliet, former! 
General Eastern Agent of the Selma, Rome & Dalton Railroad, 
ryt A ay appointed General Ticket Agent of the Chesapeake 

io. 


—At the annual meeting of the New Jersey West Line Rail- 
road Company at Summit, N. J., June 4, the following direc- 
tors were elected : Asa Packer, Robert H. Sayre, John H. Lyon, 
Daniel D. Craig, William Z. Larned, Bexjamin F. Beekman, O!- 
iver R. Steele, Jonathan Bonnell, Morris P. Crater. Messrs. 
Packer, Sayre, Lyon and Craig are new directors, though 
Messrs. Packer and Sayre (the former President and the latter 


Chief Engineer of the. Lehigh Valley) were in the board two 
years ago. 


—At the annual meeting of the New York Central & Hudson 
River Railroad Company at Albany, N. Y., June 4, the old board 
of directors was re-elected, as follows: Cornelius Vanderbilt, 
William H. Vanderbilt, Horace F. Clark, Augustus Schell, 
James H. Banker, Samuel F. Barger, Henry Baxter, Joseph 
Harker, New York; Henry R. Pierson, Albany, N. Y.; James 
M. Marvin, Saratoga Springs, N. Y.; George J. Whitney, Roch- 
ester, N. Y., Solomon D. Drullard, Buffalo, N. Y.; Chester W. 
Chapin, Springfield, Mass. 

—Mr. E. H. Goodrich, formerly connected with the La Crosse 
& Milwaukee road, has been appointed Assistant General Su- 
perintendent of the Atlantic & Pacific Railroad, with head- 
quarters at St. Louis. 


—At the annual meeting of the Southern Railway Security 
Company in New York recently, the following board of direc- 
tors was elected: R. T. Wilaon, D. W. James, M. K. Jesup, 
H. B. Plants, James Roosevelt, New York ; Thomas A. Scott, 
Philadelphia ; J. D. Cameron, Harrisburg, Pa.; George W. 





Roosevelt; Vice-President, B. F. Newcomer; Secretary, Mr. 
Mackay. 


—lIt is reported that Mr. Robert E. O’Brien, now Chief Engi- 
neer of the road, will shortly succeed Mr. I. D, Barton as 
General Superintendent of the Atlantic & Great Western Rail- 
road. 


—The annual meeting of the Mississippi Valley & Western 
Railroad Company was held in Canton, Mo., June 2, and the 
following directors were elected for the ensuing year: N. Rol- 
lins, Henderson Davis, W. H. Northcroft, J. W. Whipple, Can- 
ton, Mo.; C. H. Spencer, Henry Root, Quincy, Ill.; John O. 
Roberts, Clarkville, Mo.; E. Pratt Buell, Warsaw, Ill.; George 
Edmunds, Jr., Sonora, Mo. The board subsequently elected 
the following officers: President, George Edmunds, Jr.; Vice- 
President, John O. Roberts ; General Manager and Chief Engi- 
neer, E, Pratt Buell; Secretary and Attorney, N. Rollins; 
Treasurer, Henry Root. 


—Mr. J. T. Brady, of Pittsburgh, Pa., has been elected 
President of the Ciucinnati & Great Western Railway Company. 
—At the annual meeting of the Chicago & Canada Southern 
Railway Company in Detroit, Mich., June 6, the following board 
of directors was elected: John F. Tracy, Chester Warner, 
George Goss, Chicago; Milton Courtright, Erie, Pa.; Sidney 
Dillon, Daniel Drew, David Dows, Kenyon Cox, New York ; 
James W. Converse, Boston. Messrs. Dows, Drew and Tracy 
are new members of the board. 


—At the annual meeting of the Detroit River Railroad & 
Bridge Company in Detroit, Mich., June 6, the following board 
of directors was chosen: John Koss, George Goss, Chester 
Warner, Chicago; Milton Courtright, W. L. Scott, Erie, Pa.; 
Kenyon Cox, Sidney Dillon, Daniel Drew, New York ; James W. 
Converse, Boston. 





x 


PERSONAL. 








—Mr. A. E. Shrader, who recently resigned the position of 
General Freight Agent of the Evansville & Crawfordsville Rail- 
road Company to accept a similar position on the St. Louis & 
Southeastern, was presented with a very handsome silver ser- 
vice at his residence in Evansville, Ind., May 31, by the em- 
ployees of his old road. 


—Mr. W. J. C. Kenney has resigned his position as Genera 
Freight Agent of the Eastern Railroad. 

—On the 3ist ult., Mr. James B. McGhee, foreman of the 
Union Line freight house in Chicago, was presented with a fine 
silver service by the men under his direction. A preseatation 
speech was made by W. W. Chandler, the Western agent of the 
Union Line. 


—Mr. Calvin Knowlton, long Superintendent of tie Joliet 
Division of the Michigan Central Railroad, has resigned to ac- 
cept the presidency of a bank in Joliet. 








TRAFFIC AND EARNINGS. 





—The following is from the report made at the annual meet- . 
ing of the Chicago, Rork Island & Pacific Railroad Company 
for the year ending March 31, 1872: 

Receipts from passengers, freights, etc............e0eee+ $6,419,231 26 
Teneneah on enna, prenuimd, Mi cuks enon dasnd<cdseuseneen 237,819 41 


$6,657,050 67 





Expenditures— 








Operating expenseS...........eceeeseeeees $3,253,344 41 
1 CXPEMSES..... coerce vee 264,438 58 
Taxes and legal expe _ 8,517,788 49 
OE NR. 25a sccsccecnnses-0k 5 ene sees {$3,139,267 18 
Terterest Om DONGS,... 222.00 csccescccecces $621,670 00 
Rent Peoria & Bureau Myers Bn eccemyy maa - roe = 
i id in ril an ctober...... so19, 
Dividends pa: Ap’ » 9.000.614 00 
BUEONEB 0g osccces cee alba (Atebaammnees eevee $872,653 18 
Add balance of income account, April 1, 1871.......... 3,717,050 02 
Present balance of income account............... $4,589,683 20 


As compared with the previous year there is an increase of 
$518,433.88, or 8.85 per cent., in vross earnings, and a decrease 
ot $32,267.95, or 1.02 per cent., in expenses. 

—The earnings of the Kansas Pacific Railway for the fourth 
week in March were : passengers, $35,656.05 ; freight, $59,958.06 ; 
mails, $2,055.32 ; total, $97,669.43. Of this amount, $5,558.21 
was for transportation of troops, mails and Government freight. 

—The earnings of the Chicago & Northwestern Railway for 
the year ending May 31 were : 1872-73, $12,717,616.67; 1871- 
72, $11,402,161.44 ; increase, $1,315,455.23, or 11.54 per cent. 

—The earnings of the Erie Railway for the seven months 
from November 1, 1872, to May 31, 1873, were: 1872-73, $10,- 
555,403 ; 1871-72, $10,287,225 ; increase, $268,178, or 2} per cent. 

—The following companies have thus far published their 
earnings tor May: 


1873. 1872. Iac. . Dec. Pac. 
Atlantic & Great Western. $428,521 $495,534 ... $7,010 15% 
Atlantic & Pacitic..... ... 112,275 8,759 $31,516 os 39 
Barl., Cedar Rap. & Minn. 82,682 65.725 15,957 ez 23% 
Chicago & Alton........ . 426,315 440,457 oo 14,142 3% 
Chicago & Northwestern. . 1,287,033 1,074.779 162,304 re 15% 
Cleve., Col., Cin. & Ind.... 394,485 378,493 15,992 pom 4% 
DU ciena dbs c0bs 4cncnndnnsc 1,754,821 1,767,986 a 13,165 0% 
Illinois Central........ ... 541,935 636,373 -. 91,438 143% 
Ind., Bloomington & W'n. 133,75 125,287 8,471 = 6% 
Kansas Pacific............. 332,764 334,285 - 1,521 O32 
Lake Shore & Mich. So... .1,689,968 1,474,467 206,501 ae 14 
Marietta & Cincinnati..... 135,683 160,818 24, 15% 
Milwaukee & St. Paul..... 805,799 580,432 225,367 383% 
Ohio & Mississippi........ 310,785 283,371 27,414 9 
Pacific, of Missouri........ 301,521 269,959 31.562 — 115g 
St Lo., Alt. & Ter. Haute. 118,422 109,422 9,000 aN 84 
Tol., Wabash & Western.. 489,557 510,792 21,235 4% 


—The earnings of the Great Western Railway of Canada for 
the week ending May 23 were : 1873, £25,658 ; 1872, £23,213, in- 
crease £2,445, or 103 per cent. 

—tThe earnings of the Grand Trunk Railway of Canada for 
the week ending May 24 were : 1873, £36,600 ; 1872, £33,500, in- 
crease, £3,100, or 93 per cent. 

—The earnings of the Panama Railroad for the four months 
ending April 30 were: 1873, $561,670 ; 1872, $572,186 ; decrease, 
$10,516, or 1§ per cent. 








CHICAGO RAILROAD NEWS. 


Illinois Oertral. 

The direct connection of this road with the Mississippi Cen- 
tral at Cairois not far in the future. The new section from 
Jackson, Tenn., is graded to within five miles of Cairo, and 
negroes have been employed to do the remainder of that work. 
Tracklaying is going on with great rapidity, 27 miles is com- 
pleted,and by October next the new piece of road is expected 
to bein running order. The managers of this road do not 
cmpennd any severe decline in the revenues of the road from 
the operation of the new railroad law. The rates to non-com- 
peting points will be as high as before, while the necessity of 
raising the rates to competing points will, of course, cause the 








Cass, Pittsburgh, Pa.; W. T. Walters, B. F. Newcomer, Balti- 
more, The following officers were elected : President, James 





business of such places done by this road to be reduced to 
about zero, Chicago merchants cannot send their merchan- 
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dise southward to points connected with east-and-west roads, 
unless they are willing to abandon a considerable part of their 


—_— in order to hold the trade they now possess at such 
points. 


The Jubilee. 

Tuis was pre-eminently a success, so far as numbers were 
concerned. Not much can be said in favorof the management 
of the concerts. They were well attended,-but the large part of 
the auditors heard the noise and jargon of the crowd rather 
thau the music of the orchestra. Everybody was delighted and 
amazed with the appearance of the reconstructed city, and the 
great depot was the object of much wonder and favorable com- 
ment. 


The Abolition of Passes. 


This has not yet been perfected. A resolution was adopted 
by the Western and Southern roads to cut off these special 
privileges, but the signatures of the men who only can carr, 
out to its end the new departure have not yet all been obtained. 
There is, however, a strong disposition to stand by the resolu- 
tion, and thus to cut off all the evils which have clung to the 
practice of giving free passes. 

Ohicago & Northwestern. 

Regular passenger trains now run over the Escanaba Exten- 
sion from Menominee to Escanaba. The passenger train north- 
ward leaves Menominee at 10:45 a. m., pass2s Escanaba at 2:45 
Pp. M., and reaches Nefaunee, the northern terminus of the 
Peninsula Division at 5:41 Pp. m. 


On the Peninsula Division 20 regular iron ore trains are on 
the time-table. 








THE SCRAP HEAP. 
Prices of Rails in May. 


Bigelow & Johnston report prices of foreign iron rails at $70 


to $72 gold, and of American, $80 to $85 currency. Prices of 


steel rails have boen $110 to $115 gold for foreign, and $120 to 
$125 currency for American. Old rails were $51} to $52 for 
double-heads and $50 for T rails. The imports at New York 
for the month were 6,261 tons of iron and 9,167 tons of steel. 
For the five months of 1873 ending with May the imports were 
34,249 tons of iron and 34,882 tons of steel—69,131 tons in all— 
against 69,500 tons for the same time in 1872, and 52,530 in 
1871. Imports of old rails have been 6,687 tons for the five 
months, against 23,715 tons in 1872 and 16,127 in 1871. The 
firm anne these quotations publish the following in their 
circular : 

‘‘New Rails.—Our market continues to exhibit the same de- 
— which has to a great extent characterized it since the 

eginning of the year. ‘The stock of foreign rails has increased, 
but holders do not press sales, feeling hopeful that with the 
advent of easy money and the great falling off in the exports 
from Great Britain to the United States, there may yet be an 
opportunity of realizing without too great a sacrifice. There 
still continues a immense disparity between the, quotations 
abroad and those here, but in both cases they are nearly nom- 
inal. The experience of investors in the bonds of some of our 
most promising new roads has latterly been somewhat unfor- 
tunate, and except in the case of long-established and well- 
known corporations, it is almost impossible to place securities 
to any extent abroad. To this, and the great increase in the 
cost of rails may be attributed the present depression. Ameri- 
can mills are better employed, but chiefly on re-rolling con- 
tracts. We repeat the quotations of last month, remarking, 
however, that cash bayers would have no difficulty in getting 
some abatement on these figures. In steel we notice with 
pleasure steady activity on the part of our home mills, the high 
price of foreign being greatly in their favor. 


** Old Rails.—The principal transactions of the month have 


been of a purely speculative character, at prices ranging from 
about $49 for T’s. to $50 for D H. 


stock both here and in Philadelphia. Orders for consumption 


are still very scarce, though the low figures lately current were 
inducing more inquiry. Arrivals are light, and not much _ be- 


ing afloat our market is not hkely to be interfered with from 
abrpad for some time unless a break take place in prices there, 
au event not at all unlikely to happen. 
offering liberally of T section. 
scme 8,000 or 9,000 tons, but mostly of T and U sections.” 


The Heberlein Brake. 


An exchange gives the following description of this brake: 
**To produce the desired result, a drum of hard wood, laid 


with the grain radiating from the center, is fixed upon the 


axle of either the engine or the tender. Suspended by rods in 


a line with this drum, but a few inches distant from it, is a cast- 


iron roller, having a wrought-iron collar shrunk on it. Con- 
nected with this roller isa weighted lever, which, when released, 
causes the roller to press against the drum with a force due to 
the weight, and which can be regulated by moving it along 
the lever. From this lever a flat rod proceeds to the foot-plate 
of the engine, where it notches into a rack and terminates in a 
handle. Oa the driver releasing the rod from the rack, the 
weighted lever brings the iron roller into frictional contact 
with the drum on the axle, which imparts a revolving motion 
to the roller. Upon the spindle whic 
pair of smal! pulleys, to each of which is attached a chain di- 
rectly connected with the draw-rods which actuate the brake- 
blocks. The cffect of the revolution of the rollers is to wind 
these chains up on their pulleys, and so to draw the brake- 
blocks into hugging contact with the wheels of tho rolling 
stock. The brake-blocks used are those known as hangin 
blocks, and as soon as tle pressure is taken off they leave the 
wheels, regaining their normal position by gravity. The appa- 
ratus is released by the driver drawing in the sliding-bar and 
notching it up to the required extent.” 


Preserving Ties. 


A Dresden engineer proposes a method for increasing the 
durability of railroad ties, by which, he considers, they may be 
made to last four times as long as at present. The sleepers, 
of whatever kind of wood, are first allowed to dry for some time 
in air, then are artificially dried ina hot chamber. They are 
next introduced, while hot, into an impregnation apparatus 
containing heated coal tar, where they are impregnated 


thoroughly under pressure. Then they are coated 
with sifted sand or coal ashes and allowed to 
dry. Every fissure is carefully filled; the nails used 


in fixing the sleepers are first dipped in hot coal tar, and 
any part of the work which may be exposed is carefully coated. 
The inventor further states that wood thus prepared has been 


also used for house-building purposes, and with excellent re- 
sults. 


Austrian Experiments on the Life of Rails. 

The Zeitschrift of the Austrian Society of Engineers and 
Architects contains an account of a large number of observa- 
tions with reference to the life of rails, made on the Kaiser-Fer- 
dinand Nordvabn. The results are represented graphically, 
and it is found thatthe upward-tending curve which repre- 
sents the destruction of the rails, is, very nearly, part of an 


ellipse, one axis of which would represent the gross weight of 


the traffic that has passed until entire destruction of all the 
rails; the other axis the entire amount of rails on the stretch 
of line under consideration. Of course, the effects of different 
gradients and curves has to be taken into account. The load- 
ing of the wheels is another important element; and the s:me 
weight on a smaller number of wheels will cause (other circum- 


senees being equal) a quicker destruction of rails than ona 
arger. 
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OLD AND NEW ROADS. 


St. Joseph & Denver Oity. — 


A meeting of the bondholders of this company was held in 


New York, June 11, for the purpose of taking action on matters 
relating to their interests. An effort was to be made to obtain 
a statement from the financial agents of the coneety - The 
February interest on the bonds has not been paid, t 

stated that arrangem-nts are being made to obtain the neces- 


ough it is 
Itis alless1 that propositions to lease the road 


—_ funds. 
and guarantee the interest on the bonds have been rejected by 
the President, acting in the interest of the stockholders. 


At the meeting ab out 115 —— were present, representing 
the bonds. A committee was ap- 


ard, F. Kingman, J. Augustus Johnson and E. H. Bonnar, to 


investigate the condition of the company and take what steps 


may be necessary to enforce payment of theinterest. The com- 
mittee is authorized to call another meeting of the bondholders 
when necessary. The bondholders present also passed resolu- 
tions pledging themselves to pay an assessment of one per cent. 
on their holdings to meet necessary legal and ot1er expenses. 


Marietta & Pittsburgh. 


The track is laid to Pigeon Gap, some 10 miles north of 
a the late terminus. Oa the n»rthern end the track 
has been laid from Canal Dover south to Puillipsburg, abot 10 
miles, The whole length of the road from Marietta. O., to 
Canal Dover is about 95 miles, of which 57 miles, from M vrietta 
to Cambridge, on the Central Ohio, has been 1n operation some 
time, so that jess than 20 miles of track is required to com- 
plete the road. The company states that the iron for this sec- 
tion has been purchased and also that work has been com- 
menced on the branch from Liberty northwest to Mansfield, 
which will be about 70 miles long. The road crosses the Cen- 
tral Ohio at Cambridge, the Pittsburgh, Cincinnati & St. Louis 
at Nowcomerstown, and will connect at Canal Dover with the 


Lake Shore & Tuscarawas Valley and Tuscarawas Branch of the 
Cleveland & Pittsburgh. 


Great Western of Oanada. 


The contracts for the second track from Glencoe to Windsor 
(79 miles) have been let in four sections, and. the contractors 
for each section are preparing to commence work at once. The 
contractors for the sections between Chatham and Glencoe, 33 
miles, are Messrs. Carpenter, Seymour & Bowles, of Chicago. 
It is said the company find some difficulty in arranging with 
owners of land through which the road passes for the extra 
twenty-five feet right of way required for the double track. 


Atlantic & Great Western. 


Preparations are being made all along the line for the com- 
ing change of gauge. The repair shops are all busy making 
the necessary changes in the rolling stock. 


Grand Trunk. Antal 

The company advertised in;:London journals of May 24 £7,500,- 
000, out of the new issue of £10,000,000, of stock for sale at 22%, 
a in small instaliments at seven different periods—the 
ast January 1, 1875. The remainder of this issue is not to be 
offered before January 1, 1875. Papers ot the 3lst ult. report 
that the whole amount offered was subscribed for. 


New York & Oswego Midland. 
The reorganization of this com 
George Opdyke as President, Mr. Littlejohn remaining with the 
company as Vice-President. Mr. Opdyke states that with the 
means now at the disposal of the company the road to Oswego 
can be completed iu 30 days and the Western Branch to B o 

in a year. 
La Orosse Bridge. 


The Secretary of War having referred to the Attorney Gen- 
eral the question as to his authority under the acts of Congress 
to locate the bridge of the Milwaukee & St. Paul Railway over 
the Mississippi at La Crosse, Wis., the Attorney General 
has given his opinion that the bridge is to be located by the 
company and not by the Secretary of War, but that in its con- 
struction the Secretary of War has a supervisory power as to 
the security of navigation ani the convenience of access by 
other railroads. 


Erie & Niagara. 

Lately several attempts have been made to throw trains 
from the track between Chippewa and Black Creek, on this 
road. Finally the persons suspected were watched and de- 


tected while making another attempt. The parties were ar- 
rested and admitted their guilt. 


Boston, Hartford & Erie. 


At a meeting of ths board of directors in New York June 10, 
the opinion of counsel affirming the validiy of the claim made 
by tho old stockholders upon certain assets not specified in the 
Berdell mortgage was read. Counsel also recommended a suit 
to compel an accounting by the receivers for $2,500,000, which, 
it is alleged, came into their hands when the first default was 
made in paying theinterest. Itis claimed by the old company 


that most of this money was spent for law expenses and re- 
ceiver’s fees. 


Elizabethtown & Paducah. 


The question of the validity of the subscription made by the 
city of Louisville, Ky., to aid in the extension of this road to 
Louisville, has been settled by a decision of the Court of A 

It 1s expected that a commencement of the work will 
shortly be made. The road has been located as far as Salt 
River, and bids received for the greater part of the work to that 
point. The aid voted by Louisville was $1,000,000 in city bonds, 
and the length of the extension will be about 45 miles. 

Qentral Pacific. 

The company has commenced the construction of 12 new 
30-ton locomotives in the shops at Sacramento. 

The Virginia (Nev.) Chronicle reports that extensive coal 
beds have been discovered on the line of the road near Verdi, 
Nev., and that a party is at work exploring and making prepa- 
rations to work the beds. 

Southern Pacific, of Oalifornia. 

The Kern County (Cal.) Courier reports that only about 125 
men are at work on the extension southward from Tipton. It 
is not thought probable that more than the first section of 20 
miles will be finished thisseason. The bridge building on this 
section is all finished. 

Ohio & Mississippi. 

Au issue of $1,000,000 7 per cent. sinking-fund bonds has been 
made. It is stated that $400,000 of these bonas have been sold 
at 80, one-half the proceeds being used to pay off floating debt 
and the rest for the purchase of steel rails. The remaining 
$600,000 will not be Gisposed of at present. 

Nashua, Acton & Boston. 

This road was opened for business June 11. An excursion 
train with a large number of invited guests passed over the 
the road June 10. 

Mobile & Ohio. 


In accordance with the vote of the stockholders at the recent 
annual meeting, the directors of this company advertise that 
one share of the new stock will be issued for each share now 
onan the payment of 25 cent. of the par value in 
cash. This is to be called for in four installments, payable as 
follows: July 1, 1873, $5; November 1, 1873, $10; January 1, 


y is completed, with Mr. 





1874, $5 ; April 1, 1874, $5. The transfer books will be closed 
June 16, and allotments will be made to the stockholders on 
record at that date. These allotments can be transferred. The 
transfer books will be opened July 15, at which time transfer 


books will also be opened at the office of Duncan, Sherman & 
Co., in New York. 


Burlington & Southwestern. 

The track is laid to Unionville, Mo., 130 miles from Burling- 
ton and eight miles beyond the late terminus at the Iowa State 
line. Iron is now being laid southward from Unionville and the 
tracklayers will soon begin work at Linneus, the northern end 


of a short completed section of the road, and work northward 
toward Unionville. 


Atchison, Topeka & Santa Fe. 


It is said that at a recent meeting the directors resolved to 
push forward the extension to Cimarron, New Mexico, and also 
the branch through Fort Lyon to Pueblo, Col. An extension of 


12 miles from Sargent, Kan., to Grenada, Col., has already 
been ordered. 


Dividends. 


The New York, New Haven & Hartford pays a half-yearly 
dividend of 5 per cent. July 1. Transfer books were closed 
June 11, and wiil be re-opened July 8. 

The Panama Railroad Company pays the usual quarter] 
dividend of 3 per cent. July 1. Transter books will be close 
June 20 and re-opened July 2. 

The New York Central & Hudson River will pay the guaran- 
teed dividend on the New York & Harlem stock at the Grand 
Central Depot July 1. Transfer books will be closed June 20 
and re-opened July 2. 


Hannibal & St. Joseph. 

The trustees will receive proposals for the sale to them of 
$50,000 of the company’s land bonds until noonof June 20, in 
accordance with the terms of the mortgage. 


Winona & St. Peter. 


A branch line is proposed from some point on this road near 
the Big Sioux River to Yankton, Dakota. 


Gincinnati & Indianapolis Junction. 

In the United States Circuit Court at Indianapolis, June 8, 
Judge Drummond confirmed the recent foreclosnre sale of this 
road to the Cincinnati, Hamilton & Dayton Company. All 
claims against the road, except three $1,009 bonds of 1860, 
under the so-called Fosdick mortgage, are disallowed. 


New York & Oswego Midland—New Jersey Division. 

The summer time table of this road shows a mail train (8 a. 
m.) and an express (4 p. m.) running to Liberty, 128 miles’; a 
milk and passenger to Bloomingburg, 98 miles ; a way train to 
Middleton, 88 miles; two to West Bloomingdale, 37 miles, and 
three to Wortendyke, 26 miles. The afternoon express to Lib- 
erty runs over the Moutclair Division to Pompton Junction, 
The distance to Pompton Junction by the Montclair Division 
is 28} mides, against 34 by the New Jersey Division. 

On the Montclair Division, the summer time table shows two 
passenger trains running to Monk’s, 38{ miles; one express, 
one way and one mixed train to Pompton Junction, 28} miles; 
one local to Montclair, 13} jmiles, and one mixed train from 
Mountain View (the crossing of the Boonton Branch of the Del- 
aware, Lackawanna & Western) to Monk’s. 


New Orleans, Mobile & Texas. 

This road was sold at anction in New Ocleans June 6, under 
a decree of the United States Circuit Court ina suit brought 
by the trustees under the second mortgage. The road was 
bought by the trustees (Henry J. Gardner and Peter Butler, of 
Massachusetts), who assume the entire bonded debt, except the 
bonds given to the State of Louisiana. The debt is between 
$7,000,000 and $8,000,000. ‘I'he road was sold in four sections ; 
the first, the completed road from Mobile to New Orleans, 
bringing $400,000; the second, also completed from a point on 
Mississippi opposite New Orleans to Duualdsonville, $200,000 ; 
the third section, from Donaldsonville to Sabine River, on which 
some grading has been done, $50,000, and the fourth, from the 
Sabine River to Houston, Tex.,on which no work has been 
done, $1,500. There were also sold 62,000 ties for $16,000, 
makiog the whole amount $667,500. An application for an in- 
junction was made on behalf of the State of Louisiana, but was 
denid. The city of New Orleans also made a form@l protest 
against the sale, as did Mr. Charles Morgan. 

The State of Louisiana held $2,500,000 stock in the company, 
and had ulso guaranteed its bouds to the amount of $75,000, 
in return for which it held a second mortgage of $12,500 per 
mile on the road west of the Mississippi. The State had also 
paid the company a bonus of $750,000 in Stats bonds. 


Meetings. 


The annual opey and election of the Erie Railway Com- 
pany will be held at the office in New York July 8. The trans- 
fer books are closed from July 7 to July 9. 

The annual meeting of the Omaha & Southwestern Railroad 
Cemeens will be held at the company’s offize in Omaha, Neb., 

une 20. . 

The annual convention of the United States Railroad Mutual 
Life Insurance Association will be held in St. Louis June 18. 


San Francisco & North Pacific, 
It is stated that this road is to be extended from its present 


southern terminus at Donohue, Cal., southwest by way of 
Point San Quentin to Saucelito. 


Green Bay & Lake Pepin. 
An effort is being made to bring the Western terminus to La 


Crosse. It is said that that town will offer a bonus of $50,000, 
or if necessary $100,000 to the Company. 


Quincy, Alton & St. Louis. 


Work has been commenced on a branch from Fall Creek, 13 
miles south of Quincy, Ill., tothe eastern end of the Hannibal 
Bridge. This branch will be about five miles long. 


St. Louis & Iron Mountain, 


This company has made application to the New York Stock 
Exchange to have its second-mortgage bonds placed on the 
list. The official statement is as follows: ‘‘ Second mortgage 
7 per cent. bonds, dated May 1, 1872: mature May 1, 1897. 
Principal and interest payable in gold, in New York city or Lon- 
don, at option of the holder. Interest payable May 1 and No- 
vember 1. $6,000,000. Deifomination $1,009. or £200 sterling. 
Numbered 1 to 6,000 inclusive. Trustees, William H. Swift 
George Cabot Ward. At present the company are anthorized 
to issue $3,000,000 only, of which $2,350,000 have been issued.” 


Dakota Southern. 


This mw oy f has made application to have its securities 
placed on the list of the New York Stock. Exchange, and has 
made the following statement to the committee: ‘ Dakota 
Southern Railroad Company, organized under the general laws 
of Dakota I'erritory, and by special act of Congress, approved 
May 27, 1872. Length of main line, from Sioux City, Iowa, to 
Yankton, Dakota, 62 3-10 miles ; sidings, 2 7-10 miles ; total, 65 
miles. Capital stock—65,000 sbares at $100 each, $6,500,000. 
Officers—President, Charles G. Wicker ; Vice-President, W. W. 
Brookings; Secrétary, J. R. Hanson; Superintendent, J. 8. 
Meckling.” 
Grade Orossings of Railroads near Boston. 

The Railroad Committee of the lower house of the Massa- 
chusetts Legislature has reported a bill to-provide for the dig- 
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continuance of the grade crossings of railroads in Somerville, 
Charlestown and Boston. The bi a that the Fitchburg, 
Boston & Maine, Eastern, Boston & Lowell, and Boston & Al- 
bany railroads may make such exchanges of land, property 
and franchises, and so arrange their tracks, stations and termi- 
nal grounds as may be necessary to discontinue the crossings 
at grade. The companies are authorized to expend money as 
may be necessary to make these exchanges, and may increase 
their capital stock to a corresponding amount. 


Whitehaven, New Glasgow & North Shore. 

A company by this name, recently chartered by the Provin- 
cial Parliament of Nova Scotia, purposes to build a railroad from 
Whitehaven, in the extreme northeast of the peninsula, west to 
New Glasgow, on the Nova Scotia Railway, and thence along 
the north shore to the New Brunswick line. The capital is to 
be $4,000,000, with power to increase to $5,000,000, and to 
issue the same amount of bonds. The road would be about 150 
miles long, through a country for the most part thinly inhabit- 
ed, and the western half would be nearly parallel to and not 
more than 15 miles from the Intercolonial road. 


A New Ooal Railroad. 


The Reading (Pa.) le says: “SA comeuas of surveyors are 
now surveying a route for a coal railroad from Belmont (in 
Philadelphia), on the eastern side of the river Schuykill, com- 
ing up on that side of the river to Pheenixville, where they will 
have to tunnel the Black Rock hill, and from there they will 
bear to the north to the valley of the Goschenhoppen in Mont- 
gomery County, following up this valley to the Lehigh, from 
which point they expect to obtain coal. The length of the road 
will be abo it 60 miles. The surveyors are now between Norris- 
town and Phenixville.” 


Consolidation of the Eastern and Boston & Maine. 

The bill providing for the consolidation of these companies 
was finally rejected in the lower house of the Massachusetts 
Legislature by a vote of 68 to 84. A motion to reconsider was 
lost by a vote of 45 to 76, thus finally settling the matter, for 
this year, at least. 


Uhicago & Northwestern. 

It is reported that this company will build a branch of the 
Peninsular Division, from Lake Fairbanks, five miles southeast 
of Negaunee, Mich., to Marquette, a distance of about 10 miles. 
The company is now dependent on the Marquette, Houghton & 
Ontonagon road (with which the Peninsular Division connects 
at Negaunee) for its connections with Marquette. 


Fall Oreek & Ridgway. 

Surveys are being made for arailroad from the mouth of Fall 
Creek, on the Eastern Extension of the Allegheny Valley road, 
north through the valleys of Rattlesnake and Little Toby 
creeks and the Clarion River to Ridgway, on the Philadelphia 
& Erie. The road would be about 24 miles 1 ng and would pass 
through a coal country. . 


Dayton, North Vernon & Louisville. 

This company, which filed its certificate of incorpora- 
tion with the Secretary of Stato of Ohio June 5, 
purposes building a railroad from Dayton, O., a little south of 
west to College Corner on the Indiana State line. From that 
point the road is to be continued by au Indiana company to 
North Vernon, Ind., the junction of the Louisville Branch ot 
the Ohio & Mississippi with the main line. The distance from 
Dayton to College Corner is about 40 miles. The capital stock 
is to be $590,009 in shares of $50, and theincorporators are OC. 
A. Coler, Daniel Peters, George W. Moyer, Daniel Pringle, 
John MeChristie, Noah Coler, 8. W. Barbour and E. C. Parrott. 


Gincinnati, Eaton & Union. 

This company filed its certificate of incorporation with the 
Secretary of State of Ohio June 4. The road is to extend from 
Eaton, O., on the Cincinnati, Richmond & Chicago road, north- 
west to Union, the crossing of the Cleveland, Columbus, Cin- 
cinnati & Indianapolis and Dayton & Union roads. It will be 
about 35 miles long. The capital stock is to be $400 000, and 
the corporators are Thomas J. Harsh, Charles Negley, M. ‘'. 
McWhinney, George Bason, James McCabe, Ira McClure and 
A. L. Northrop. 


Lawrence. 

This company has filed the necessary papers to enable it to 
build a branch from Youngstown, O., to the point where the 
Pennsylvania & Ohio Canal crosses the State line, a distance of 
about eight miles. The road is leased by the Pittsburgh, Fort 
Wayne & Chicago. 


Gilman, Olinton & Springfield. 

Some time since this company applied for a writ of mandamus 
to compel the officers of the town of Santa Anna, DeWitt Coun- 
ty, Il, to issue to the company $25,000 in bonds voted by the 
town. The Supreme Court refused to grant the writ on the 
ground that the election was illegal, having been held in the 
form of a town meeting, instead of a general election as pre- 
scribed by law. 


Milwaukee, Lake Shore & Western. 

The Sheboygan (Wis.) Zimes says : “‘ Active preparations for 
continuing the construction of the road northward from this 
city are now going forward. Preliminary work on the bridge 
across the river was commenced Thursday. The heaviest por- 
tion of the grading between Sheboygan and Manitowoc was 
done last summer and fall. That remaining to be done is very 
light. “There is nearly, if not quite, iron enough, at this city 
and Manitowoc to lay the track the whole distance, and we 
understand it is the design of the company to push it right 
along.” 


Marietta & Cincinnati. 
On the afternoon of June 8, a storage shed in the yard of 
this company in Cincinnati, containing 1,400 barrels of coal oil, 
took fire trom some unexplained cause, and the shed and oil 
with ten cars loaded with sulphur were destroyed, and 15 other 
cars With their contents were badly damaged. A numter of 
blocks of marble in the yard were also crumbled to pieces by 
the heat. One of the employees of the road was seriously in- 
jured. ’ 
St. Louisi& Florissant. 

The right of way has been secured and $125,000 subscribed. 
It is estimated that the rvad will cost $250,000, and the rest of 
the money required is to be obtained by issuing bonds. The 
road, which is tobe of three feet gauge and intended mainly 
for suburban traffic, will extend from Grand avenue, St. Louis, 
north to Florissant, about_16 miles. 


Long Island. 

The Boston express train is to be put on the road again 
abont June 15. A new steamboat has been built purposely for 
this line to run between Greenport (the terminus of the Long 
Island road) and Stonington, Conn. The route is by the Long 
Island road ‘from New York to Greenport, thence by boat to 
Stonington, and thence to Boston by Stonington & Providence 
and Boston & Providence roads. Trains were run over this 
route last summer. 


Atlantic & Great Western. ea od 

Much damage was done to the shops at Meadville, Pa., by a 
severe storm on the morning of June 4. The Meadville 
Republican says: “Here the wind struck with great force, 
forcing in the brick wallon_ the west end of the mammoth 
locomotive shop, from ten to fifteen inches, and tearing off the 


] 


little north of this shop stands the boiler shop, a brick build- 
ing, about 30x50 feet, which was completely ruined. The roof, 
for about thirty feet on each side, was doubled up, and fell into 
the inclosure beneath. 

‘The whole west end was blown in and parts of the side 
walls, filling the shop with a mass of brick, mortar, timbers, 
boards and slate. A section of the roof was turned up on its 
edge and doubled over on one of the skylights, where it now 
stands. Fortunately nearly all the workmen employed in the 
shops had gone to dinner, and luckily none of those remaining 
were in the boiler shop at the time of the disaster.” 


Kansas Pacific, 
Tbe branch from Kit Carson to Fort Lyon is now all graded, 
and the iron has been contracted for. Tracklaying will soon 
be commenced, and the company expects to have the branch 
open by August 1. 


Pacific, of Missouri. 

Dispatches from Jefferson Citv, Mo., announce that the Gov- 
ernor and Attorney-General of Missouri have decided to adver- 
tise this road for sale, under authority of the resolutions 
passed by the Legislature at its recent session. This action is 
taken to test the constitutionality of the law of 1868, releasing 
the State lien upon the road, and authorizing the sale of the 
road to the company. The sale will take place December 19. 
It is said that the company will at once apply for an injunction, 
and thus bring the case into court. 

The following has been published as the account current of 
the State with this company : 


Paid by company to State in 1868 $5.090.000 





Interest at 6 per cent................ 1,500.0.'0 
Dresden loan paid.................. 1,5 0.000 
NOU deinanenss cocecencsnesesabanibaennantes es - 450.00 
Interest on St. Louis County Joan of $700,000 at 7 percent. 245.000 
Interest on real estate loan secured by deed of trust on 
eee eee eee 250.000 
Paid floating debt previous to purchase,......... ........ 2,000,100 
pe ee es eee 600.000 


Cost of change of gauge, stcel rails and new equipments.._ 2,000.0 0 
Interest for 30 months............ (Kaeckwbesenccasncanaoes 360.000 


Paid to date $13,905,000 
‘elf the State’s sale is canceled, the State certainly will not 
appropriate fourteen millions for which it has rendered no 
equivalent. It must assume the bonded indebtedness of ten 
millions created by the company since the purchase, and must 
also pay over a cash balance of nearly four millions; also as- 
sume the St. Louis Couyty loan of $700,000 and the real estate 
loan of $500,000, making a total indebtedness of $15,105,000. 
To this add the capital stock of $3,600,000 and we have a State 
obligation of $18,705,000. The only mode of escape from heavy 
loss would be for the State to repudiate the indebtedness. But 
suppose the State declines to incur the repute of such a transac- 
tion, and proposes to refund the $3,905,000, how will the State 
raise the funds? She can place only a third mortgage upon 
the road, since the ten million bonded debt consists of seven 
a 9 first mortgage and three million second mortgage 
bonds.” 


New York Central & Hudson River. 


After having paid under protest the scrip dividend tax so 
long in dispute, this company commenced action against the 
Collector of Internal Revenue in the New York Supreme Court, 
May 23, to recover the following sums: $17,000 and interest 
from March 22, 1873 ; $22,750 and interest from April 23, 1873; 
$446,270.12 and interest trom May 13, 1873; and $64,153.48 and 
interest from May 19, 1873, being the several sums collected by 
the Collector from sales of the company's property and also 
paid by it to the Collector. 

June 3, the United States District Attorney filed a petition in 
the United States Circuit Court at Utica, N. Y., and a writ of 
certiorari was issued thereon, for the removal of the suit from 
the State Court. Issue has been joined and the case is to be 
tried in the United Statea Circuit Court at Canandaigua, N. Y., 
at the term which convenes on the 17th inst. 


Milwaukee & Northern. 

The track has been compieted to Green Bay, Wiss, the last 
rail being laid June 6. Regu'ar trains from Milwaukee to Green 
Bay will be put on as soon as possible. 


Hempstead & New York. 

This road has been leased by the South Side Railroad Com- 
pany for 999 years and has already passed iato the possession 
of the lessees. It is said that the completed section of the 
road, from Hempstead to Valley Stream (four miles), will at 
once be putin good condition, and that the work on the line 
from Valley Stream to Bay Ridge will be pushed forward. 
North Shore of Ganada. 

A Quebec correspondent of the New York Tribune says: 
“The Chicago contracting company’s propositions have been 
approved at a meeting of the Quebec Council. At a meeting of 
the new directors the propositions for the construction of the 


$3,000,000, were carried by a large majority. Messrs. Dunlap 
and Smith, now in London, are now enabled to close financial 
arrangements, and work between Montreal and Quebec will be- 
gin immediately.” 


Pittsburgh, Fort Wayne & Chicago. 
The contract for 15 mules of the second track east of Crest- 
line, O., has been awarded to C. B. Squires, of Defiance, O. 


Rochester & State Line. 

Atalate meeting ot the City Council of Rochester, N. Y., 
the Mayor and Treasurer were authorized to issue and pay over 
to this company $100.009 in city bonds, according to a previous 
enactment. Subsequently, however, a preliminary iujunction 
was issued by the Assistant County Judge on complaint of 
members of the Citizens’ Association, forbidding the Mayor 
and Treasurer to sigu or issue the bonds until further orders 
from the court. The grounds of the complaint were that the 
Company had not performed the amount of work called for by 
the contract with the city. The case is to be heard June 14. 


Detroit, Eel River & Illinois. 


port. 
vote of 10,698 against ratification to 900 for it. 


from Detroit to Indianapolis. 
not voted on the agreement. 


Grand Rapids & Indiana. 


to the 
face. 





slate roofing in patches of ten feet square and larger ; and a 





railroad by the London syndicate’s agreeing toa bonus of 


At a meeting held at Columbia City, Ind., June 5, the stock- 
holders of this company voted on the agreement made some 
time ago by the directors, to consolidate the company withthe 
Detroit, Hillsdale & Indiana and the Fort Wayne, Jackson & 
Saginaw under the name of the Detroit, Fort Wayne & Logans- 

The stockholders refused to ratify the agreement by a 
This action 
defeats the proposed consolidation, but it is thought that it 
will not affect the present agreement between the companies, 
whose roads are now worked in connection as part of a line 
The other two companies have 


In a suit to recover interest on $83,000 of bonds issued to this 
company by the city of Kendallville, Ind., the United States 
Circuit Court at Indianapolis decided, June 4, in favor of the 
plaintiffs. The defense was that the bonds were illegally issued 
and that the subscription was originaily made by certain pri- 
vate citizens and afterward assumed by the city; but there is 
nothing in the city records to show any fraud or irregularity, 
and it is not asserted that tle subscription was made contrary 

pete will, and the bonds are entirely regular by their 
he court sustained the demurrers to the various para- 


graphs of this defense, and virtually held that the city was 


liable. In pronouncing the decision Judge Drummond held 
that where bonds bore upon their face that they have been 
issued in pursuance of law and under the contingencies re- 
quired by law, and have come into the hands of a holder for 
value, it is not necessary for him to go back and examine the 
intermediate steps taken to see whether there has been any 
flaw or irregularity. - 


St. Louis, Kansas City & Northern. 

This road is to be advertised for sale by the Governor of Mis- 
souri, under the resolutions passed by the Legislature of the 
State at its late session, in order to test the constitutionality 
of the act of 1868, under which the road (and also the Missvuri 
Pacific) was sold and the State’s lien on it released. The sale 
is to take place December 22. 


Boston & Maine. 


Ata special meeting of this company at Lawrence, Mass., 
June 4, the stockholders voted to ratify the lease of the pro- 
posed Lowell & Andover road as agreed on by the directors; 
the new road will be about nine miles long. from Lowell east to 
the Boston & Maine at Ballardvale, and will form a branch of 
the Boston & Maine. 


Qairo, Arkansas & Texas. 

The track on this road is laid for 30 miles west from the Mis- 
sissippi opposite Cairo, and regular trains have commenced 
running to Sikeston, Mo., 23 miles from the river. The road, 
which is the Missouri section of the Cairo & Fulton, is to ex- 
tend to Poplar Bluffs, on the Arkansas Branch of the St. Louis 
& Iron Mountain. . 


West Jersey. 
A large forces has been at work changing the grade of this 


road from 4 feet 10 inches to 4 feet 8} inches, and the work was 
to have been finished this week. 


Mississippi Central. 

Track-laying on the extension north from Jackson, Tenn., 
was completed as far as Milan, May 29. Milan is the crossing 
of the Memphis & Louisville line and is about 27 miles north of 
Jackson. The necessary switches aud turn-table are being put 
in at Milan, and trains will soon begin running to that point. 


East Line & Red River. 

This recently organized Texas company proposes building 
a railroad from Jeffsarson, Tex., northwest through Silphur 
Springs to Greenville iv Hunt County, adistance of 110 miles. 
The company has a grant of 16 sactions of Lan t par mile, and 
has obtained subscriptions of $390,090 from Murion County, 
$200,000 from Titus County, $159,000 from Hunt Couaty, and 
$200,000 from individuals. 


Marquette, Houghton & Oatonagon. 
Ths summer tims table of this road calls for 83 duily trains 
most of them beiag for the transportation of iron ore. 


Gincinnati & Terre Haute. 

It is reported that the offisers of this company have succaed- 
ed in negotiating its b>»adsin Eagland and that work will soon 
be recommenced on the road. 


Victoria Railway Oontract Oompany. 

A company by this name has been organized in St. Joseph. Mo., 
for the nurpose of contracting for aul constructing railroads 
in the United States and Cinada, including the making of sar- 
veya, locating, acquiring right of way, etc. The capital is 
$2,000,000, with privilege of increase to $10,090,000. The in- 
corporators are Robert B. Cabeen, Jacob Riegei and John P. 
Verree, of Peunsyivania; D. D. Buraes, N. P. Orden John 
Doniphan, James N. Burnes, J. T. Baidwin.and Calvia F. 
Burnes, of Missouri. 


Northern Pacific, 

The track of the Dakota Division was completed to the Mis- 
sour! River at Bismarck, Dakota, June 4. Aline of steamers 
has been established to run in connection with the road from 
Bismarck to Fort Benton, Moutana. Tae com»any has now 
about 460 miles of track on the eastern end of the liue, from 
Duluth to Bismarck. 

The surveying expedition to locate the road from the Mis- 
souri to tue crossing of the Yellowstone, and along that river 
into Montana, will start from Bismarck June 16, 


Intercolonial. 

According to the report of the Commissioners, the amount 
expended on the liane from March 3), 1872, to February 28, 
1873, was $4,623,618, of which $3,961,794 was for permauent way 
and works. ‘The total expenditure to the last-mentioned date 
was $13,245,022, the principal items being: Construction, 
$7,399,126 ; rails, fish-plates, bolts and nuts $1,346,527; engi- 
neering and survey, $1,021,558; Eastern Extension Railway 
purchase, $944,623; rolling stock, $636,993; iron bridging, 
$418,957 5; buiidings, $304,772; right of way, $168,724. In ref- 
erence to the propused change of gauge, the Chief Kugineer of 
the line reported that, in his opinion, that part of the road 
south of Monckton, now broad gauge, should not be changed at 
present, and that it would be desirable that the whole of the 
railway system in operation between St. John and Halifax 
should, for some time to come, remain broad-gauge, in order to 
utiliza the rolling stock in use or to be delivered for the Inter- 
colonial; and, as this rolling stock wore out, the gauge could 
be gradually changed, or a third rail might be laid over some 
portions of the road. 


Des Moines Valley. 

By the recent order of sale, the mechanics’ liens of Marcy, 
Flynn & O’Brien and Gaggerty, amounting in all to about 
$55,000, were established as a first lien oa that part of the line 
from Des Moines to Fort Dodge. The first-mortgage bonds 
were established as a first lien on the road fr om Keokuk to Des 
Moines, and the second mortgage as a first lien (subject only 
to the mechanics’ liens) on the line from Des Moines to Fort 
Dodge. The sale is to include the entire road and all the un- 
sold portion of the land grant. 


South Mountain & Boston. 

This company was organized at Columbia, N. J,, May 27, and 
the preliminary surveys have been commenced. Tho road will 
begin on the Delaware at Portland, and extend northwest to the 
New York State line, where connection will probably be made with 
either the Warwick Valley or Pine Island Branch of the Erie. It 
is intended to be an extension of the South Mountain Railroad 
of Pennsylvania, now under construction, which will extend 
from Harrisburg, Pa., to Portland. 


Nashville & Ohattanooga. 

The name of this company was changed May 31 by the Chan- 
cery Court at Nashville, Tenn., to the Nashville, Chattanooga & 
St. Louis Railway Company. This includes tho late Nashville 
& Northwestern Railroad, and extends from the Mississippi 
River at Hickman to Chattanooga. 


Harlem River & Portchester. 

The New York Tribune of June 6 says: “This road, which 
was to have been completed on June 1, will not be, it is believed, 
in running order until August or September.” The road is to 
extend from Harlem River northeast to Portchester, N. Y. 


Little Rock & Fort Smith. 

This road 1s now open for travel to Clarksville, Ark., 100} 
miles from Little Rock and 514 miles beyond Lewisburg, the 
late terminus. 





